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wn. street-car_ was arene a 
twenty- year old institution. Kerosene lamps 
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een 


Were just coming in. 


Beside this first plant ran the old horse line 
shown here, forerunner of the double track, 
short-headway electric service now maintained 
here by the Connecticut Company. And on 


the same site has risen a brass plant of pro- 
portions undreamed of probably by its nd lodax 
founders. Phono-Electric, one of its products, a LZ 
is best known to electric railway men because 
of its long-wearing, non-corrodible, ductile 


qualities. It costs more per mile but less 
per year. 
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Extract From . 
“Finance and Business” by 
B. C. Forbes, The Pittsburgh 
Press, Thursday, March 12, 
1925. 


Try for a moment to imagine 
how much the building of, 
railroads, alone, has added to 
the value of real estate in this 

country during the lifetime of 
citizens not yet really old. 

Think, too, of the real estate 

values created by the building 

of urban and suburban trolley 

lines. Consider, too, how the 

establishing of electrict-power 

plants has enabled cities, . 
towns and other communities 

to expand and to multiply 

their assessed valuation. 

(B. C. Forbes) 


The Modern Light-Weight Car 
Is The Hub of the Industry~ 


As the problems of congestion become greater and 
greater, and as the use of automobiles increases, The 
Street Railway Industry becomes more and more de- 
pendent on a type of car that can load and unload 
quickly, clear crossings in the minimum time, outspeed 
competitive street vehicles, and attract patronage. 


Westinghouse Electric & Manufacturing Company 
h Pennsyl! 


East Pittsburg! 


Sales Offices in All Principal Cities of the 
United States and Foreign Countries 
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The light-weight, double-truck car combines these 
features admirably and, in addition, offers real econ- 
omy. 


The continued progress of the industry depends upon 
this type of car. “i 
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Purchase of Railway Energy 
Requires Change in Regulation Methods 


NERGY for the operation of many electric railways 

is now either purchased in whole or in part from 
comparatively large electric power systems. Railway 
load is considered as bulk supply. Regulation of voltage 
for railway bulk supply frequently is defined by a hazy 
clause in the usual contract, such as “Small variations 
of frequency or voltage to be allowed.” The result in 
many cases is high voltage during hours of light load 
after midnight and comparatively low voltage during 
railway peak hours. This is exactly the opposite of 
what is desirable for car operation. The drop in a.c. 
voltage from the lightly loaded hours to the peak 
periods may be in the neighborhood of 10 per cent. 
Flash-overs on owl car equipments set an upper limit 
to the d.c. voltage and this in turn dictates an un- 
desirable lower potential in the morning or afternoon 
| peaks. 
When power systems were smaller and were regulated 
at the source for the ultimate consumer, the compound- 
wound synchronous converter without auxiliary means 
' of regulation gave a reasonably satisfactory account 
of itself in railway service. Even with the change in 
power supply, the same method still prevails in many 
cases, despite its unsatisfactory control of voltage. 

In the article in this issue Mr. Woodbridge describes 
the solution he has worked out for the voltage control 
problem as applied to the delivery of power for street 
railway service in San Francisco. Regulation of trans- 
former ratios under load to offset all reasonable vari- 
ations of the supply does away with the need for the 
compound winding, thereby giving the equipment a 
more drooping voltage characteristic. According to 
Mr. Woodbridge, this results in greater peace of mind 
of the operating force, which is reflected in the operat- 
ing accounts in the shape of less spare apparatus 
required and less apparatus in service. 


A Novel Method for Disposal 
of Substation Losses 


ESIGN of all classes of rotating electrical machines 
D ranging in size from railway motors up has tended 
“more and more during recent years toward directed 
ventilation. The last type of machine to be affected by 
‘this tendency is the rotary converter. The excuse for 
‘this lag is that converters are high-speed machines 
which have inherently low losses and excessive windage. 
They can therefore stew in their own juice without ill 
effects. Of course windage is no aid to final disposition 
of the losses where large units are closely confined in 
small quarters, as they must be in restricted locations. 

When applied to converters the real disadvantage of 
directed ventilation as ordinarily practiced is that it 
‘mecessitates the inclosure of one end or the other of 
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the machine, both of which should be open for most 
convenient inspection and maintenance. An unusual 
solution of this problem is described in an article by 
J. E. Woodbridge in this issue. With the arrangement 
adopted both ends are open, giving convenient access 
and ingress of air from the operating room, the in- 
closure covering the field structure, access to which is 
required much less frequently. 

The system of ventilation in this case reverses usual 
practice, drawing air from a monitor on the roof into 
the machines and into the tops of air-blast trans- 
formers. From both of these it is blown out through 
ducts in the basement. This is said to keep the oper- 
ating room cool and to eliminate street dirt, reducing 
the need of conditioning apparatus, provided offensive 
chimneys are not in the vicinity of the monitor. Warmth 
for the station when required can be obtained either 
by blocking or by short circuiting the ventilation path. 
Draft forced in this way by the centrifugal action of a 
converter armature, which in 60-cycle work usually has 
a peripheral speed of from 13 to 2 miles per minute, is 
easily able to overcome the natural tendency of warm 
air to rise, and the restriction of windage tends toward 
an improvement in efficiency. 
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Annual Report Reflects Improvement 
in New Jersey 


AREFUL reading is suggested of the report of the 

Public Service Railway of New Jersey, an abstract 
of which is published elsewhere in this issue. In many 
respects this is an unusual statement. Not only does it 
indicate the measure of success that has attended the 
company’s efforts to rehabilitate its railway lines, but 
it shows the extent to which the Public Service Railway 
is engaging in bus operation. The conversion of the 
system from two-man to one-man operation has been 
the subject of extended comment in these columns, but 
the report emphasizes the importance of this change 
and reflects in the operating statement the extent to 
which this and other operating economies have been 
carried. 

As President Thomas N. McCarter has pointed out, 
the effect of the economies so far introduced may 
reasonably be expected to be more apparent in the 
future. Aside from these matters another fact of out- 
standing interest is that the expenditure charged to 
fixed capital for buses was $5,493,790 in 1924 compared 
with $1,289,011 in 1923. The need for rebuilding or 
replacing many of the buses taken over reflects the 
extent to which bus operators were living out of their 
capital. The 5-cent fare unit appears to be working 
well. It was first tried in 1923 and has been extended 
to additional lines during the past year. Since the 
period covered by the report, it has been still further 
extended. All in all, the report reflects great credit 


570 


on the perspicacity of those charged directly with the 
responsibility of carrying out the program of restor- 


ing the railway to its rightful place alongside of the 


other successful operating units of this state-wide 
system, which last year did a gross business of $87,689,- 
453 and returned net earnings of $5,583,072 available 
to the payment of dividends on the common stock. 


Pruning the Branches 
to Strengthen the Tree 


IGNIFICANT among the developments of the last 

few years is the readiness with which a number of 
railway companies, both steam and electric, have sought 
to abandon unprofitable lines. A conspicuous example 
within the last month has been the Boston & Maine 
Railroad (steam), which has said that it wants to give 
up service on 186 miles of branch line railroad. Another 
notable example a few years ago was the Hastern 
Massachusetts Street Railway, which boldly abandoned 
a number of its unpaying branches. 

Briefly the advocates of this policy reject the idea, 
long current by both public and railway companies, that 
a railway, like Tennyson’s brook, must go on forever. 
The railway feared to allow the franchise to lapse lest 
the line be taken over by a competitor and operated 
to the detriment of the original owner. The public 
was opposed to such abandonment because it would 
leave the territory without transportation. 

In the opinion of the advocates of the plan of 
curtailment, modern conditions have changed this 
situation entirely. To the average railway man, an 
unprofitable franchise is a distinct liability rather than 
an asset, and if the community served does not consider 
it worth while to make up for the loss from its opera- 
tion it is hardly the duty of the railway company to 
do so. Hence, according to this policy, broadly speak- 
ing, a railway company should be as independent in such 
matters as a manufacturing company, which will close 
down an unprofitable department, or even its main fac- 
tory, if times are bad. 

In this automobile age, especially in the densely 
populated sections of the country, it is hard to imagine 
any community cut off from communication with the 
world simply because its rail transport has stopped. 
Automobile, bus and truck transport may not be as 
comfortable or as cheap as that by rail, but this is not 
an unanswerable argument for the indefinite supply of 
the better service at the expense of the railway stock- 
holders. Much of this wayside business has gone to the 
rubber-tired vehicle already. 


Calculating Profit or Loss 
on Transportation Service 


ETERMINATION of profit or loss on an individual 
railway route, so that a decision may be made as 

to its retention or rejection by the operating company, 
is the real difficulty in the application of the rule 
proposed above. Where the company operates only a 
single line, it is no difficult matter to tell whether it is 
or is not covering expenses or returning a fair profit. 
But where the route in question is one of many, the 
segregation of revenues and costs is by no means easy. 
On the revenue side, a number of the passengers 
may also ride on other routes and make them profitable, 
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so that abandonment of the losing line may convert — 
another line into a loser. Contrariwise, a line that 
apparently is making money may be doing so at the 
expense of some other line that could handle the busi- 
ness equally well and at less cost. 

Expenses of operation, as well as overhead charges, 
can seldom if ever be determined individually for the 
routes of a system. The usual procedure is to make an — 
allocation, which of necessity is based on the car-mile, 
the car-hour, or the mile of track. Such apportionment 
is at best only approximate, and may be far from 
the truth. 

Still another complication arises in determining the 
value of a line. The operators of the property may feel | 
that everything possible has been done to bring traffic 
to the line or to cut down expenses. Another operator, 
or a consulting engineer, who is able to inspect the | 
property with a wider background, may see at once 
possibilities for more revenue and less cost. 

Undoubtedly many of the lines which have been aban- 
doned could have been placed on a profitable basis by 
the application of principles that have been worked out 
on other properties. In fact, there are some instances 
of roads which have been abandoned and have lain | 
idle for a time, only to be taken up by other's and oper- — 
ated with some degree of success. The decision to cease 
operation, then, is one that demands careful analysis, 
preferably by some one not too close to the immediate 
problem, and attention to all the points involved. 


Furnishing Service 
Aleng Abandoned Routes 


PERATION of some form of public conveyance 
along a route abandoned should be preferable from 

the standpoint of the railway to no service at all. Even © 
though some one else operated the line it would still be a — 
feeder to the main road. Even though a railway may | 
abandon operation on a branch line, for reasons set 
forth above, it still is often in a better position than | 
any one else to conduct the operation of the substitute © 
means of transport proposed. It has the organization 
and the transportation knowledge. Very often it has — 
also the equipment and the means for keeping it in 
repair. In the Boston & Maine instance, Homer Loring, ~ 
chairman of the company’s executive committee, sug- | 
gested that the substitute bus and motor truck service |), 
proposed should be supplied by the railway. He offered |.” 
to leave the question of the amount of the service to | 
be given and the fare to be charged in each case for the 
communities themselves to determine, the only provi- | 
sion being that the service and fares would be such | 
that the revenue should at least equal the cost of oper- | 
ating the routes. | 
There is no doubt that there are a number of advan- { 
tages in this new plan of operation—or of abandonment ~ 
—if the reader prefers that word. Had it been adopted | 
earlier in New England, some of the troubles experi- | 


the Boston & Maine Railroad and the New Haven Rail- | jy), 
road would not have occurred. In each of these cases 
the main routes were profitable, but great difficulties - 
came to the property through losses incurred by opera~ 
tion on the branch lines. All in all, the plan has the’ 
merit of placing the cost of transportation where it 
belongs, namely, on those chiefly benefited. 
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Working with Our 


Shoulders to the Wheel 


‘Tue New Manacine DrrREcToR of 
the American Electric Railway 
Association expresses a desire to 
co-operate to assist the industry 
in the many situations that are 
arising. In no sense is he to be 
considered a czar or a dictator to 
the electric railways. 


The Industry’s Problems Can Be Solved 


the American Electric Railway Association, de- 
plores keenly the imputation of being a czar or a 
dictator, which has been put on him by the daily news- 
papers. This was almost the first thing that he said 
when asked by the managing editor of ELECTRIC RAIL- 
WAY JOURNAL to talk at first hand about his new duties. 
Of course, it seems almost ridiculous that any such 
notion could exist. Those who know Mr. Storrs at 
all well realize that if a czar were needed he would be 
one of the last men who could qualify for the part. 
Kindly, courteous, ready to listen to the other man’s 
point of view, and withal having a keen insight into 
human nature, no one seems farther from the attri- 
butes that one looks for in a czar. Rather is he a big 
brother, ready to give his help to those who need it. 
But the idea that he is to be a czar seems to be 
fairly widespread. It has distressed Mr. Storrs not a 
little. So he insisted on talking about that first. Not 
only did he talk about it, but he indicated that it would 
please him to have it mentioned first, although from 
the standpoint of the interviewer it might appear to 
be less important than other things that were said. 
“T do not regard myself as ‘czar’ of the traction in- 
dustry, as some of the newspaper headline writers have 
seen fit to call me,” said Mr. Storrs. “I am anything 


j UCIUS 8. STORRS, the new managing director of 


Underwood .&€ Underwood 


Mr. Storrs Is Quite at Home in His New Offices 


but a czar on this job. What I really am and hope to 
be is a hired man, worthy of his hire and helpful to 
the industry. 

“No one could possibly resent more than I do the 
appellation of ‘czar.’ It slipped into the newspapers, 
I suppose, because such a term made the news stories 
sound well, and because four-letter words fit easily in 
headlines. 

“Certainly it did not get into the newspapers because 
I or any one connected with the American Electric 
Railway Association by word or act left the impression 
that I had any idea of being an overlord of any kind.” 

Although he has been on the job only since April 2 
and has occupied his own suite of offices since the first 
of this week, Mr. Storrs has already got well into the 
swing of his new position and is laying plans for a 
wide range of activities. It should be explained, per- 
haps, that the work which Mr. Storrs will perform will 
be in addition to the service heretofore rendered by 
the association. The position of managing director 
was created because of the need for the whole time of 
an executive experienced in financing, managing, oper- 
ating, employee and public relations, and the other prob- 
lems which come up from day to day on large proper- 
ties. The place was not created with any thought of 
performing the service heretofore given by the asso- 
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ciation any differently, or in dividing the duties of the 
staff. They will function as previously, giving such 
aid to Mr. Storrs’s office as will be helpful. 

The familiarity of Mr. Storrs with association work 
has made it possible for him to step into his new 
position and co-ordinate his new work with existing 
facilities of the organization without a hitch. As presi- 
dent of the association he became thoroughly familiar 
with its machinery and personnel. Further, his devo- 
tion and attention to association affairs since leaving 
the presidency, in 1917, have been unflagging. Each 
vear it has been a question as to what committees were 
most entitled to his services. 

The open-door policy was one of the first which Mr. 
Storrs adopted upon assuming the managing director- 
ship. Already executives have begun to call on him 
and they have found him ready and anxious to work 
in the réle of friend and adviser. 

Right there is the nub of the whole situation. It is 
just what Mr. Storrs hopes to be to the entire industry 
—a helpful friend and adviser. A spirit of mutual 
understanding and helpfulness underlies the whole ideal 
that Mr. Storrs has set up as his aim. His long suc- 
cessful connection with the industry gives him a par- 
ticularly keen insight into the various problems that 
are developing constantly. Qualified as he is to deal 
with almost any situation that may arise, the managing 
director is, on the other hand, conscious of his own 
limitations. He knows that in his new endeavor noth- 
ing worth while can be achieved single-handed. 

Necessarily he is proceeding slowly. Above all, he is 
making no promises as to what he hopes to accomplish. 
Just at the present time he is seeking mainly to accli- 
mate himself. He was promised the co-operation of 
the industry by those who were responsible for his selec- 
tion. That is all he asks. Results will depend largely 
on the measure of that co-operation. Said Mr. Storrs: 

“Tt would be ridiculous for any one man to say that 
he alone could or would attempt to solve the manifold 
problems which face the transportation industry of the 
United States. But it is not ridiculous to say that all 
of us, working with our shoulders to the wheel, can 
solve them. 

“Had the advisory council, which suggested to me 
that I accept the managing directorship of the industry, 
told me that I was expected to go out single-handed and 
fight the battles of traction, of course I should have 
refused to consider this position. 


<3 


_into which he has entered. 


re 


“But when the council—composed of large owners 
of the industry—came and offered its help and the help 
of the thousands of other workers in our field, then 
I accepted gladly, because I know that all of us, work- 
ing together in a common cause, can bring order, excel- 
lent service and prosperity to the transportation 
business. 

“IT am ready to do my part to the fullest extent of 
my ability, and I want and need the help of every 
traction man.” 

Already there are indications that the industry is 
prepared to play the game along the lines Mr. Storrs* 
has spoken of as essential to the success of the work 
Invitations to meet railway 
men and requests that he attend meetings and dinners 
are coming in to him in large number. His engagement 
book is almost filled now for the next several months. 
While he considers that it is desirable to attend as 
many of these functions as possible, still he feels that 
in order to learn the problems which confront the 
industry it is necessary for him to go out into the field. 
Only in that way, as he sees it, will he be able to 
obtain the full co-operation of others. In the field it 
will be possible for him to meet the people with whom 
he will have to work out the details and get at first 
hand their immediate viewpoints. 


OFFICE LOCATION IS CONVENIENT 


The association was fortunate in securing a suite of 
offices for Mr. Storrs on the twelfth floor of the Johns- 
Manville Building, 292 Madison Avenue, immediately 
below the offices into which the headquarters recently 
were moved. This makes it possible for him to attend 


the meetings and confer with the association staff and — 


committees without loss of time. His telephone is con- q 
nected on the main switchboard of the association, so 


that he is in close touch with the members of the staff ~ 


at all times. The suite consists of a large reception 
room, an office for Mr. Storrs, and three other offices 
which will be occupied by his staff as’ the duties of the 
new position increase. Just at present, however, he is 
being assisted only by his secretary, Walter Jerome, — 
who was his secretary while he was president of the 
Connecticut Company. Mr. Jerome has worked with — 
Mr. Storrs for a number of years, so that moving to 
New York meant little more than a change of ‘his 
office and his telephone number, so far as his relations © 
with his chief were concerned. 


ITH THE OPENING of his new offices, Mr. 
Storrs has taken up the work actively. 
But in order to make it a success, he needs the 
Let every railway man keep in mind 


help of all. 
his one request: 


“T am ready to do my part to the fullest extent 
of my ability, and I want and need the help 
of every traction man.” 


Os 
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Developments in Substation Practice 
in San Francisco 


Method of Ventilation Differing Materially from Ordinary Practice | 
Has Been Adopted by the Market Street Railway—Shunt-Wound 
Converters Give Better Service than Compound-Wound Machines 


By J. E. Woodbridge 


Resident Engineer Ford, Bacon & Davis, Inc., San Francisco 


| This View of the Downtown Substation of the Market Street Railway Shows the Two 2,000-Kw. Converters and the 
New 3,000-Kw. Directed-Ventilation Machine in the Rear 


HE growth of the city of San Francisco has in- 
creased the demand for power to operate the cars 
| of the Market Street Railway to such an ex- 
tent as to require two additional converting units 
during the past year. While the demand at each of the 
substations has increased the additions have been made 
to the stations containing rotary converters, and feeder 
copper has been altered in such a way as to divert load 
from the stations equipped with motor-generators to 
those equipped with converters. This has been done 
to obtain the economies of converters, which cannot be 
operated satisfactorily in the same stations with motor- 
generator sets. 
The additions have been one 3,000-kw. unit in what is 
known as the Downtown station, which previously con- 
tained two 2,000-kw. units, and one 2,000-kw. unit in 
the Eighth Avenue station in the Richmond district, 
previously equipped with two 1,500-kw. machines. 
The Downtown substation was originally installed four 


years ago with several features departing from usual 
practice. The station was described in an article by 
the writer in ELECTRIC RAILWAY JOURNAL for Aug. 20, 
1921, page 269. It may be of interest to note at this 
time their performance. The converters are shunt- 
wound and supplied from transformers of the high- 
reactance type (15 per cent) usually advocated only 
for compound-wound units. The drooping voltage char- 
acteristic of these machines with increase of load, and 
particularly with excessive overloads, has been found 
to be advantageous in more ways than was anticipated. 
Unexpected severe increases of load, such as those due 
to other stations backing off or dropping out multiple 
feeders, are relieved, and the shunt-wound converters 
continue to operate at times when compound converters 
would trip their overload circuit breakers. Instead of 
the constant voltage characteristic of compound-wound 
machines regardless of load, shunt machines tend more 
toward constant power regardless of external demand, 
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reducing load swings and relieving the supply system, 
the machines themselves, the circuit breakers and the 
feeders to that extent. 

The influence of the voltage droop on the car service 
is inappreciable, giving the effect (without the loss) of a 
moderate feeder drop-on the short feeders characteris- 
tic of a city center. In case of unusual loads due to 
car congestion the reduction of voltage probably re- 
sults in a saving of energy. Contrary to some theories 
that have been published in technical proceedings, the 
effect of the shunt winding on the power factor of the 
converter is better than that of a compound winding. 
Reactive factor indicators with both current and poten- 
tial elements connected between the transformers and 
the converters, thus giving the power factor at the 
rings, show a variation of 12 per cent without field 
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The original units were also supplied with manually — 
operated voltage controllers consisting of contactors 
for varying the number of turns in the transformer 
primaries under load. The operating department has 
found these controllers of great assistance in regulating 
the d.c. voltage to railway requirements regardless of © 
that delivered by the supply company. The drooping 
characteristic of the converters and use of the con- 
trollers make it unnecessary to keep running a margin 
of converter capacity to absorb unexpected load swings. 
It also has been found possible to continue service 
(momentarily at reduced voltage) when excessive over- 
loads occur either due to increase of outside demand 
or to the accidental interruption of service from a 
machine within the station. In other words, the con- 
verters inherently back away from excessive overloads. 
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Plan of Directed Ventilation Adopted in the Downtown Substation of the Market Street Railway 


adjustment over the full range of load and of consequent 
voltage drop. This is less than the difference between 
99 and 100 per cent power factor. 

The actual drop of d.c. voltage of the 2,000-kw. con- 
verters installed in the Downtown station four years 
ago has been found on test to be 45 volts from no load 
to 50 per cent overload or 5,000 amp. per machine, after 
correction to constant impressed voltage on the trans- 
former primaries. The regulation curve is nearly a 
straight line over the total range tested, departing 
therefrom in the direction of an increase of droop at 
the overload end. In actual service there is the added 
drop in the a.c. lines supplying the station, due to the 
load. No such values of drop as 45 volts occur in 
normal service, as the momentary load fluctuations are 
only about 1,000 amp. per converter. The drops ob- 
tained are comparable to ordinary impressed voltage 
fluctuations. But in cases of emergency, such as sud- 
denly applied overloads, the lack of any tendency of 
the machines to “root in” is a notable contrast with 
the action of compound-wound apparatus. 


+ 
} 


'e..-C.L. of building 


3,000-Kw. 
converter 


They can be backed away still further if necessary by 
hand. This reduces the tendency of the row of machine 
breakers to blow one after the other like a row of 
ninepins, in case any disturbance occurs that is suffi- 
cient to operate one breaker when all are well loaded. |, 
This tendency is characteristic of compound-wound — 
equipments. A station equipped with the shunt ma- |, 
chines can be worked more closely to its breaker set- — 
tings, i.e., its overload capacity, than can a station with | 
compound-wound units, without the increased danger, |. 
to use the vernacular, “of losing the house,” with =m = 
tendant delays in restoring service. The actual avail- |; ° 
able increase of capacity in kilowatt-hours output per |,‘ 


On account of the success of these features they 
were incorporated in the new units. These are shunt- 
wound, supplied from 15 per cent reactance trans- 
formers, and fitted with voltage controllers giving a 
range of 12 per cent of the ratio of transformation. 
The series field windings of the two older machines in 


Highth Avenue have been cut out of circuit. One of 


ie 
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hese machines, operating shunt-wound, gave closer 
-egulation than the two others in the same station and 
ded to take all the load swings. To overcome this, 
he series field has been cut in again reversed. 


DIRECTED VENTILATION A FEATURE OF NEW CONVERTER 


- On account of ventilation difficulties inherent to a 
station in a densely built-up district the new 3,000-kw. 
amit in the Downtown station has been made with 
lirected ventilation. In order to avoid inclosing the 
orush rigging on either the collector or commutator end, 
she unit was specified open to the substation room at 
soth ends but inclosed around the armature periphery 
and the fields. Air is taken from the room through 
the commutator spider and is discharged radially 
shrough the armature, around the field structure and 
chrough four exhaust nozzles, two opening downward 
nto the basement and the other two upward into an 
air trunk carried through the end of the building. 

The inclosure of the machine restricts windage, which 
would otherwise be excessive and reduce the efficiency, 
2specially at low loads, as the armature diameter is 
7 ft. 6 in., giving a peripheral speed of 9,400 ft. per 
minute. Further restriction of windage is made by a 
daffie plate on the armature spider, which shuts off the 
entry of air from the collector end. This also keeps 
yut collector ring cuttings. All the air which enters 
che armature is forced to come through the commutator 
“spider, so that it effectively cools the commutator, which 
‘s of rather unusual size for a 60-cycle railway machine, 
dseing 52 in. in diameter by 24 in. effective length, with 
a peripheral speed of 5,400 ft. per minute. 

The separation of ingoing from outgoing air works 
satisfactorily as far as the new machine is concerned. 
Similar provision is now needed on the other machines 
since the heated air from them is now exhausted 
shrough the new machine. 

Since the total station losses, with all machines at 
full load, amount to 500 kw., the movement of air re- 
quired to avoid excessive temperature rise is consider- 
able. For a temperature rise of 20 deg. F. the air 
must be moved into and out of the station at the rate 
of 75,000 cu.ft. per minute. 

One of the older machines is now being experi- 
mentally inclosed. By this means all air will be taken, 
so far as possible, from above the floor and discharged 
below the floor. If this works out successfully it will 
mean reversal of the usual scheme of ventilation for 
such a station, outdoor air being drawn in through 
the roof monitor openings and discharged through the 
basement. To avoid passing the heated air from the air- 
blast transformers through the converters, the usual 
path of the air through them has also been reversed, 
the air being drawn in from the room through the tops 
of the transformers and discharged through their 
"bases into a suction chamber, instead of a blast cham- 
ber. From there it is drawn by fans and discharged 
into another portion of the basement, where it joins 
the discharge from the converters and is delivered out- 
Moors. This arrangement avoids discharge trunks over 
‘the transformers, where they would be in the way. 
The converter frames are insulated from ground for 
e purpose of reducing the risk of a short circuit in 
ease of a flashover from the positive brush rigging to 
the frame. The air trunk for the machine provided 
ith directed ventilation is built of wallboard on a 
timber frame. This construction eliminates any chance 
of a ground and reduces the noise, which would be 
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aggravated by a metal trunk. On account of its height 
the new 3,000-kw. unit is set with its base below the 
grade of the floor; an asphalt floor provides insulation 
at this point as well as safety to operators in case of 
an internal leak to the frame. The asphalt flooring has 
proved highly satisfactory. The same type of floor has 
now been laid in the Eighth Avenue substation. 

The means usually adopted for starting small con- 
verters was chosen for the 3,000-kw. machine—namely, 
a starting switch in the secondary leads. This was” 
found to be cheaper and simpler when the difficulties 
inherent to switching such large currents had been 
solved. The starting switch, rated at 4,000 amp. on 
each of its three poles, is of the double-single type 
operated by two handles, one-half of the blades making 
contact in the starting position and all of them in the 
running position, the two sets of blades being so 
mounted that they cannot make simultaneously both 


The Nozzles for Directed Air Discharge on the A.C. End of the 
3,000-Kw. Converter Are Shown in This Picture, Taken 
During Erection. The Nozzles on the D.C. 

End Are Not Yet in Place 


running and starting contacts. This division of the 
switch into two separately operated parts makes it 
easy for one man to handle. 

With the controller set for minimum delivered volt- 
age the starting current of the 3,000-kw. machine is 
approximately 5,000 amp. per collector ring, or 105 amp. 
at 11,000 volts or 2,000 kva. This heavy secondary cur- 
rent is handled by the starting switch without burning 
or flashing. This current starts the machine from rest, 
and brings it up to synchronous speed in 38 seconds. 

Sufficient study was made to determine that the low- 
tension connections between the transformers, the 
3,000-kw. converter and the switchboard could be made 
more cheaply with cable than with bars, and that they 
could be made more safe. The total cross-section of 
copper to and from this converter aggregates 60,000,000 
cire.mil. This is made up of three 2,000,000-circ.mil 
cables per phase of the six-phase circuit and six 
2,000,000 cables for each d.c. terminal. Cables with a 
total cross-section of 48,000,000 cire.mil run to the 
starting switch for this machine. A careful design of 
the switch terminals was necessary in order to get the 
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cables to them with proper clearances and room to reach 
bolts and nuts with wrenches. 

The modifications of the auxiliaries of the new equip- 
ment from those of the older units are as follows: 

The field rheostats are connected between the shunt 
fields and the ground side of the machines instead of 
between the shunt fields and the positive side. This 
change has been made in order to avoid the dangers 
of a violent short circuit in case of failure of the insula- 
tion of a field rheostat. The field rheostat of the 
3,000-kw. machine is motor driven on account of its 
size, and indication of the rheostat resistance is given 
on the switchboard by means of a d.c. voltmeter con- 
nected across it. Incidentally this gives an added 
means of checking the polarity when starting. On ac- 
count of the practical impossibility of calibrating the 
scale markings of large overload d.c. circuit breakers 
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Rear View of Low-Voltage Starting Panel for 3,000-Kw. Converter, 
Showing Connections to 24 Cables, Each of 
2,000,000 Cire.mils 


the breaker of the 3,000-kw. machine is made automatic 
on overloads through a relay operated from the shunt. 
This relay can be checked at will with a millivoltmeter. 
The relay in turn acts on the low-voltage release attach- 
ment of the breaker. , 

The power factor of the new machines is determined 
by means of reactive volt-ammeters instead of reactive- 
factor indicators as with the older machines. The 
former instrument has simpler connections and does 
not give exaggerated indications at low loads. In order 
to avoid errors of current transformers in close prox- 
imity to heavy leads the reactive instrument is con- 
nected to a primary current transformer but takes 
potential from the secondary side of the main trans- 
formers. At an indicated power factor of unity this 
segregates the magnetization of the transformers to the 
converter, and the balance of the reactive component 
set up by the transformers to the line. 

The Downtown substation was originally equipped 
with low-speed d.c. feeder circuit breakers. Several 
flashovers occurred due to the low resistance of short 
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circuits when contact wires broke down, even with ~ 


cast-grid protective resistances in the worst feeders. 
With the new equipment five high-speed feeder breakers” 
were installed and all feeder protective resistances were 
removed. No flashovers have occurred since the new 


breakers were substituted, although there have been 


cases of trolley wires down not far from the substation, 
including a case when there was only one machine in 
operation. 

One of the high-speed breakers supplies a so-called 
hospital bus to which any feeder can be transferred. 
This breaker is regularly used for testing suspected 


feeders, so that all danger of fireworks is removed. 


While the high-speed breakers operate frequently, due 
to sudden rise of current suspected to be far below 


their setting, they are readily restored within a few 


seconds, being of the trip-free type, and the frequent — 


operation does not deteriorate the contacts or call for 
undue renewals. x 

A few ideas have been adopted from automatic sub- 
station design, although the operation of this equipment 
is manual. The closing wire of the electrically operated 
oil switch supplying any converter is carried through 
interlocks so that the oil switch cannot be closed unless 
the converter brushes are raised and the transformer 
dampers are open. The low-voltage release of the d.c. 


circuit breaker is also supplied through an interlocking 
contact on the brush-raising mechanism so that the : | 
breaker will not remain closed unless the brushes are | 


lowered. 

The fans for the air-blast transformers in the Down- 
town substation are driven by 550-volt d.c. motors in 
order to simplify their control and to permit the use 


of lower speed and higher efficiency than can eco- 


nomically be provided with induction motors. <A small 
range of speed regulation by armature resistance is 
also provided for reducing fan losses when less output 
is required as when running one converter. A Frank- 
lin air-pressure relay is so connected as to ring an 
alarm in case the air pressure fails. The relay circuit 
is carried through an extra pole on each fan motor 
switch to stop the alarm when the station is shut down 
and to close the alarm circuit positively when the 
station is started. 

In the Eighth Avenue station the blowers are induc- 
tion-motor driven. 
a converter is in operation, a Franklin air-pressure 
relay is connected through auxiliary switches so that 


the alarm will not ring if the station is shut down, but. | 
is connected to the © 


it will ring if any converter 
direct-current bus with no pressure in the air-blast 
chamber. 

Return current from pipes, cable sheaths and carrier 
tubes in the area where such portions of the circuit 
may become positive to ground is brought in to the 
Downtown station through: cables aggregating 3,000,000 
circ.mils. These are connected to the negative busbar 
through switches intended to be opened when the sta- 
tion is shut down. Auxiliary switches are so connected 
as to ring an alarm if any converter is connected to the 
d.c. bus, and the drainage switches are open, or if all 
converters are shut down and the drainage switches 
are closed. 

The extensions of the stations and of the conduit 
system, the installation of the equipment and the alter- 
ation of the feeders were carried out under the super- 
vision of Ford, Bacon & Davis, 
engineers to the railway. 
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One Permanently Coupled Train of This Type Is Equipped with Material that Is Left Over 
from the Construction of Two Articulated Units 


Rush-Hour Train Operation in Baltimore 


United Railways & Electric Company Plans Soon to Have 292 Two-Car Units in Service—Permanently 
Coupled Trains Utilizing Remodeled Open Cars Are Equipped with Surplus Material from the 
Construction of Articulated Units—Multiple-Unit and Trailer Trains Are Also Used 


XTENSION of train operation by the United 
Railways & Electric Company of Baltimore, Md., 
has keen found an effective means of reducing 
platform expense during rush hours. In recent years 
the morning and evening peaks have become sharper. 
The question of securing trainmen to operate the large 
number of tripper cars has consequently bezome more 
pressing. Two-car trains operated by three men are 
now being used in large numbers by this company to 
provide extra rush-hour capacity without a propor- 
tionate increase in labor cost. To carry this idea a 
step further, two-man articulated units are being built. 
When the present building program is completed the 
railway will have 292 two-car units of various types. 
The following figures show the number of each type, 
the listing being in the chronological order in which 
they were placed in service: 


TYPES OF TWO-CAR TRAINS USED IN BALTIMORE 
Trailer trains (100 trail cars and 105 motor cars)......... 100 


Multiple-ynit two-car trains. 22 ee aleee ob oe pe oe 25 
Peter’ Witt smultiple-unit, traine sec Seton ees ni 
Arxytliotlated Omi ts: -sf.c5.< sic.x cx cme ene hee ene te tenn ena ae *110 
Permanently coupled two-car train (experimental)........ 1 
Permanently coupled: two-car train’ (yacht eae: ee aoe *5D 

OGRE 3a. cpeve Meath alee cn ce se ais EDaea rate he Mn Ten tee ee 292 


*Now under construction. 
After a thorough study of the operation of articulated 


cars in Milwaukee it was decided to construct one 
such unit in Baltimore as an experiment. Two of the 


company’s standard semi-convertible cars, each seating 
44 passengers, were used. One vestibule was removed 
from each car and the truck nearest the removed ves- 
tibule was taken away. The two cars were then joined 
together permanently with a new truck common to both 
cars, thus forming a three-truck train. A hollow steel 
drum mounted directly over this truck forms a covered 
passageway between the cars. Rubber buffers form a 
tight joint, preventing entrance of air. This passage 
can be safely negotiated on any piece of straight or 
curved track on the system. A brief description of 
these cars was published in ELECTRIC RAILWAY JOURNAL 
for Dec. 6, 1924, page 964. 

The leading body is provided with longitudinal seats, 
while the rear body is equipped with the maximum 
possible number of cross seats, together with a semi- 
circular seat on the rear platform. The total seating 
capacity of the articulated unit is 87. 

The motorman is located at the center of the front 
platform and controls the double doors at that end, 
through which all passengers enter the car. The con- 
ductor is located at the front right-hand corner of the 
rear car, just back of the passageway between the first 
and second bodies. He collects all fares as passengers 
step from the drum into the second car and controls 
a double exit door at the front of the second car, 
through which all passengers leave the unit. Pas- 
sengers in the forward body are, therefore, non-paid 
passengers, while those in the rear body have paid. 
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method of fare collection is used, but all passengers 
enter at the forward center door and leave at the rear 
center door. 

In order to overcome the difficulties of inflexible 
single-end operation, several unusual features were 
added to these cars. An emergency controller and air 
brake valve are placed beneath the rear semicircular 
seat under a removable center section. An emergency 
door has been provided at the left side of the front 
vestibule. This can be worked manually from an 
emergency conductor's station just imside the front 
platform, thus permitting operation of the car in the 
reverse direction. 

These cars were placed in service on May 12, 1924, 
and proved to be very satisfactory operating singly. 
On Aug. 25. 1924, they were transferred to another 
line, where they could be used to advantage as a 
two-car train during rush hours. They have been oper- 
ating on this line ever since, running as a train during 
the morning and evening rush hours and as single cars 
during the mid-day. Although they have been entirely 
successiul, the company did not exercise its option on 
the other 48 cars, preferring to build articulated units. 


CARHOUSE LOCATION AIDS TRAIN OPERATION 


A factor that has had an important bearing on the 
use of trains in Baltimore is the arrangement of routes 
and carhouses. There are in all 34 routes and 22 car- 
houses. The former are laid out in such a way that in 
Many cases one route furnishes short line service on 
another route. Carhouses are comparatively small. 
Their locations are such that a majority of the lines 
have carhouses near both ends. Ordinarily both car- 
houses on a single line are under the same supervisor. 
This makes it possible to haul the trailers in the morn- 
ing in the direction of the rush and drop them at the 
carhouse at the other end of the line. In the afternoon 
this process is reversed. 

On the Sparrows Point line. where the riding is 
exceptionally heavy, two motor cars haul a single trailer 
in the rush hours. The train commences its outbound 
trip with one trailer, and when passing a carhouse in 
the outskirts of the city picks up a third car. The 
fact that many of the workers in the steel plants which 
this line serves live in the vicinity of the ecarhouse 
insures a good load for the additional car. This three- 
car train operation is convenient also on summer Sun- 
days and holidays, when large crowds are going back 
and forth between the city and the beaches. 

Operation of a second short line over parts of a long 
route facilitate the use of the permanently coupled 
trains and the articulated units. Rush-hour traffic re- 
quires roughly 23 times the number of cars operated 
during the day. During the afternoon rush it is cus- 
tomary to transfer all the single units operating on a 
long route to the short line using the same track. An 
equal number of articulated units or trains is then 
placed in service on the long route, thus providing 
double carrying capacity on both routes. When the 
rush is over the large units are taken off and the single 
units are transferred back. 


The Department of Public Works, Detroit, is using 
one of the trolley supply cars of the Department of 
Street Railways to haul filling material. The supply 
car has been reconstructed to hold about 50 cu.yd. Five 
other cars will be fitted up in the same way. 
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Control Equipment Mounted 
Inside Baggage Cars 


Two New Cars of the Michigan Electric Railway Are 
Arranged to Haul Trailing Loads of 1,050 Tons in 
Addition to Baggage Compartment Load 


By C. R. SEYBOLD 

Westinghouse Electric & Manufacturing Company 

WO new baggage cars have recently been placed 

in service by the Michigan Electric Railway, Jack- 
son, Mich. These were built especially for service on 
the company’s southern division and they will be oper- 
ated between Jackson and Kalamazoo. The mechanical 
equipment for the cars was manufactured by the J. G. 
Brill Company and the electrical equipment by the 
Westinghouse Electric & Manufacturing Company. The 
cars were built by the Michigan Electric Railway in~ 
its shops at Albion, Mich., and the electrical equipment 
was installed by the regular shop forces of the railway 
company. ! 

Engineers of the Michigan Electric Railway adopted 
an unusual scheme for mounting the control apparatus. 
Instead of the usual under-fioor arrangement, this ap-~ 
paratus, including grid resistors, is mounted inside the 
car. A steel frame extending crosswise at one end of 
the car serves as an equipment support. This frame is 
5 it. 3 in. wide, 6 ft. high and extends 2 ft. 3 in 
lengthwise of the car. A wooden partition separates 
the equipment and motorman’s compartment from the 
baggage compartment. The neatness and compactness 
of the arrangement are shown in the accompanying 
illustration. ; 

The grid resistors are located at the bottom of the 
frame near the floor. Directly above are mounted the” 
two switch boxes, each containing eight Westinghouse 
pneumatic unit switches, arranged to give. sixteen 
notches, including tapped field running points. The 
reverser, fuse box, motor cutout switches and overload 
relay are located at the side of the groups. The main 
knife switch, control resistor, lightning arrester, junc- 
tion box and feed valve for air control are placed on 
the frame in readily accessible positions. Master con- 
trollers are provided in the cabs at either end of the 
car so as to permit of double-end operation. 

The railway expects to obtain a number of advantages 
from this layout which will result in decreased main- 
tenance and depreciation charges in the coming years. 
Apparatus mounted on the inside is free from wheel 
wash and road dirt. The deteriorative effects of 
weather are also minimized and all parts are accessible | 
for inspection and maintenance. The total space taken | 
up by this equipment is 78 cu.ft. This is less than 3 
per cent of the total cubic space in the car available for 
baggage or express. ; 

The baggage cars are equipped with Westinghouse 
type 562-A slow speed motors geared 17:60 to 37-in. 
wheels. Helical gears are used. Each motor develops 
100 hp. at 600 volts. The slow-speed characteristics of 
this motor permit heavy loads to be hauled without 
undue load on the substation equipment. Smooth ac- 
celeration is obtained by the use of the sixteen-notch 
control. ; 

The total weight of the new cars is 73,350 Ib. pel 
tribution of this weight among the different parts is 
shown in the following table: 
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Arrangement of Control Equipment Inside Car 


PA oes alate toate, a tehehasete Giese 23,000 


Electrical equipment 

PRR OGKS ite: STU (DUO Bees en tet se 23,000 

Air brakes, Westinghouse WD-3-F............ 3,100 

LELSERS SUSAN in Cc Ie ES Oe SES era cao 250 
OO. 5, RE PO he A ey eRe SR Sea Fee. 24,000 


Car body 


The cars contain 2,084 cu.ft. of baggage space and 
have capacity for carrying a load of 50,000 lb. 
Since both third rail and overhead trolley are used 


/ on the southern division, it is necessary to have both 


trolley poles and third rail shoes. Main cable is 
brought from these current collectors to the jaws of 
a single-pole, double-throw switch. This is operated 
manually by the motorman to accomplish changeover. 
These cars will develop sufficient tractive effort to 


At Left, New Baggage Car of Michigan Electric 


haul considerable trailing load with relatively low cur- 
rent demands. When the baggage compartment is 
loaded to capacity they will start and accelerate a trail- 
ing load of.1,050 tons on a straight and level track, 
assuming 25 per cent adhesion, without excessive strain 
on the motors. Under similar conditions, with 600 
volts on the trolley, a speed of 13.5 m.p.h. can be reached 
with this load. 


Treatment of Burns 


The Most Frequent Causes of Burns on a Public 
Utility Property Are Enumerated, and Helpful 
Suggestions Are Given About Each 


By J. J. WYMER, M.D. 
Surgeon New Orleans Public Service, Inc. 

NE of the most frequent types of injuries which 
Sea the surgeon of a large electric railway 
or other public utility corporation is that of burns. 
There are so many causes that hardly a week passes 
but some employees will present themselves to the 
medical department for treatment for burns. I will 
attempt briefly to consider all of the types that I have 
most frequently met and will treat them under three 
distinct headings: (a) The causative agent, (b) the 
anatomical parts involved, and (c) the extent of 
destruction of tissues. 

Burns may be caused by chemicals, fire, steam or 
hot water, hot or molten metals, heat rays as from the 
sun or X-ray, welding and other machines, brush burns, 
and electric flash or contact with charged wires. The 
parts involved may be the entire body, or may be lim- 
ited to any member. 

To permit a wide degree of differentiation I have 
adopted a classification of six degrees of extent of 
burns as follows: 

1. Simple redness or erythema. 

2. Involving the superficial layers of the integument 
down to corium and associated with blisters. 

3. Involving all the true skin and down to the muscles 
and associated with large blisters. 

4. Destruction of all the tissues involving the muscles. 

5. Destruction of the tissues down to and involving 
the bone. 

6. Total destruction of the member (charring). 


Railway with Control Equipment Mounted Inside. At Right, Operating End of Car 
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The following is suggested treatment for each of the 
kinds of burns enumerated: 

Chemical Burns—Those most frequently met with 
are the result of acids and alkalies such as muriatic, 
nitric and sulphuric acids and caustic potash or soda 
(lye). They are found in garages where the testing 
and filling of batteries for autos is done, and in the 
meter repair rooms where old meters are cleaned dur- 
ing the process of repair. 

As a rule these wounds involve the eye and face and 
occasionally the hands, and for the most part they are 
of the first degree. The burn may be limited as the 
result of prompt counteraction by another worker with 
a neutralizing agent which should always be kept near 
at hand. These wounds will result in a disability of 
from three to five days and are serious only where 
first-aid treatment has not been available. 

Fire Burns—These usually result in the power sta- 
tion (or in the manufacturing department of a gas 
company) and are the result of explosion of gas in the 
gas generators or back fires in front of the firedoors 
of a steam boiler. Electric flashes also cause this 
type of burn, but I will take these up under the subject 
of electric burns. One great danger from fire burns is 
the possibility of clothing catching fire and the victim 
fanning the blaze in an attempt to get to someone who 
can assist him. If the clothing is not ignited, the 
burns will be limited to the exposed areas, such as the 
hands and face, and they rarely go beyond the third 
degree. Should the clothing catch fire and the trunk 
be burned, even though in a minor degree, caution 
should be used in giving a prognosis due to possible 
complications such as pneumonia, inflammations of the 
stomach and intestines, occasionally resulting in ulcers 
or acute nephritis (Bright’s disease). These may be 
caused either from the elimination of the poisons or 
damage of the organs themselves and acute inflamma- 
tion, and any one may terminate the case fatally, even 
though the injury at the beginning did not appear to 
be bad. 

Minor fire burns may result from acetylene gas weld- 
ing machines, explosions during the installation of gas 
meters, the stripping of gas meters during the process 
- of repair, or the explosion of gasoline furnaces. The 
eyes appear to be the most frequent of all organs 
injured. The hands and face come next. The period 
of disability from these burns will extend from one day 
to three weeks. 

Steam and Hot Water—Burns from this cause are 
usually of various degrees in the same individual and 
will run the gamut from simple erythema to death. 
The degree of the burn will depend on the time of 
the exposure. For instance, in the breaking of a high- 
pressure steam pipe, the victim may be caught in a 
trap, in which event he will be rendered unconscious 
and in a very short time will receive fatal burns. In 
another instance he may be able to get away with a 
superficial burn only. It must be borne in mind that 
this type of burn will frequently involve large areas, 
and even though superficial a very guarded prognosis 
should be given, as burns involving two-thirds of the 
body, even when of the first degree, may prove fatal. 
When a limited area is involved the disability will be 
from one to three weeks. 

Hot and Molten Metals—The burns resulting from 
hot or molten metals are always deep and frequently 
are of the fifth degree. Most of the cases met with in 
my work are from hot solder, flying pieces of iron 
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in the blacksmith shop and small ends of a welder’s 
“stick.” 

These burns are generally about the feet, and 
the metal falling into the shoe results in a very deep 
burn before the victim is able to get the shoe off. 
Little or no bleeding results while the hot metal burns 
its way deep into the tissues. As a result, these burns 
are very painful, often requiring opiates. They are 
very sluggish in repair and frequently require treat- 
ment for five or more weeks. 

In foundries and smelters, the wounds caused by 
these burns are frequently so extensive as to cause loss 
of life or limb. 

Heat Rays—The burns resulting from heat rays are 
for the most part never beyond the third degree and 
will not cause disability. 

Brush Burns—This is a term used to describe cer- 
tain types of injuries resulting from a fall, the skin 
being scraped off from contact with a rough surface. 
While they are very painful at first, unless infection 
complicates the injury there is no disability, even 
though large areas are involved, and the patient makes: 
a speedy recovery. 

Electric Burns—This type of burn is the most decep- 
tive with which I have had to deal. In my experience 
I have to differ with some authorities who believe that 
the extent of the burn depends on the duration of the 
contact and the voltage of the wire where the contact 
is made. I have seen many cases where individuals 
burned by 2,300 volts suffer only slight lesions, while 
others, under similar conditions, get very extensive 
ones. I quote from Moorehead: ‘An electric burn is 
an index of resistance of the tissue affected, and always. 
indicates that the full strength of the current has not 
been received.” In this I cannot agree with Dr. Moore- 
head, as I have seen very severe burns where the 
patient succumbed to electric shock, and others where 
the leg and hand would become gangrenous 12 in. 
above the point of contact and recover. It is also true 
that I have seen fatal cases with only slight evidence 
of contact, and it was only by careful search that I 
was able to discover a burn at all. 

The electric burn is not nearly as painful at the 
beginning as the other types, and I have not been as 
successful in getting rapid responses to treatment as 
is claimed by some authors. Granulation has always 
been sluggish regardless of the treatment and fre- 


quently had to be stimulated and assisted for many - a)’ 


days. One noticeable feature is the smoothness of 
the scar as well as its pliability. Contractures are not 
so marked, and the patients often get nearly complete. 
restoration of function even in the deep types. 


TREATMENT 


No attempt will be made here to enter into the treat- 
ment as every textbook on surgery carries a complete 
chapter on the subject, but I cannot refrain from 
expressing a few words on the first aid. Every first-aid 
kit should be equipped with a lubricant. Personally 
I prefer plain or borated vaseline in sealed collapsible 
tubes. Every case, regardless of how slight it is, 
should be treated with this dressing and referred to the 
medical department for anti-tetanic serum. Ambrine 
presents one of the safest, least painful and most easily 
applied of all dressings in the surgeon’s office. I never 
wash a burn, but will clean the tissues in the proximity, 
removing grease, etc., with benzine and alcohol. I 
never use iodine on a burn. 
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1,000 Ft. of Bridge Work, Reaching a Maximum Elevation of 38 Ft. Above the Surrounding Surface Level, Is Employed to Cross the 
Sanitary District Channel and the Various Railroad and Street Crossings at This Location 


North Shore Line 
Completes $3,000,000 Extension 


The Route from Howard Street to Niles Center Includes a 
Wide Variety of Construction, Including Open Cut, Earth 
Fill, Overhead Bridge and Surface Track—tTrains Are Being 
Operated Temporarily by Chicago Rapid Transit Company 


EGULAR service was opened on a new 5-mile exten- 
sion by the Chicago Rapid Transit Company on 
March 28, following inaugural ceremonies at the 

terminal. Three special trains of company, city and 
village officials and business men’s organizations were 
operated over the line previous to the opening. Air- 
planes, aerial, bombs and other innovations thrilled the 
crowd of more than 2,000 persons. 

Among those who talked at the opening were R. F. 
Clinch, vice-president of the Rapid Transit Company, 
who represented Samuel Insull, chairman, and Britton 
I. Budd, president; B. J. Fallon, vice-president in 
charge of operation, and C. E. Thompson, assistant to 
the president Chicago, North Shore & Milwaukee 
Railroad. : 

L. E. Myers, head of the construction company which 
built the new line; United States Representative Carl R. 


Chindblom, Congressman Tenth District, Illinois, and 
Mayors Harry Pearsons and John Brown of Evanston 
and Niles Center, respectively, the towns served, were 
also among the speakers of the occasion. 

The first trial train was operated from the intersec- 
tion with the present line at Howard Street to the 
Dempster Street terminal in Niles Center on Feb. 1. 
As outlined in the July 26, 1924, issue of ELECTRIC 
RAILWAY JOURNAL, this is the initial step in the con- 
struction of a new high-speed cutoff through the Skokie 
Valley to Waukegan. The article referred to included 
a map of the new line. 

Construction designed for passenger service at high 
speed is a feature of the new line. It consists of a 
combination of open cut, permanent earth fill, open 
bridge work and surface construction. Stations are 
located on each of these sections. All of them are of 
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Heavy Overhead Catenary Construction Is Carried on Steel Towers Built Up of Bates Expanded Steel Poles. Where Clearances Permit, 


These Towers Are cf Simple Overhead Bridge Type. 


At Other Locations the Supporting Columns Are Between the Tracks 
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Attractive Architecture Marks the New Buildings on the 
North Shore Extension 


1. At Asbury Avenue, where the 
track is below the surface level, 
the station building is at street 
grade, with loading platforms below, 

2. Power is supplied to the new 
line by a 2,000-kw. Westinghouse 
automatic substation, located 4% 
miles from the Howard Street 
Junction. 

3. The station at Schreiber Road 
illustrates the typical construc- 
tion employed where tracks are on 
the surface level. 

4. An interior view of the Ridge 
Avenue station. 

5. Room. is provided at the 
Dempster Street station for vari- 
eus concessions for the accom- 
modation of passengers. 

6. At Dodge Avenue the tracks 
are elevated. The station building 
is below the loading platform shown. 
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ermanent decorative brick construction, ingeniously 
dapted to the individual grade conditions, and of a 
ype of architecture in keeping with the general high- 
rade character of the entire development and with 
‘he reputation which the North Shore Line has estab- 
|shed in the communities which it serves. 
Some of the engineering and drainage problems 
yhich were involved in laying out the route were de- 
-eribed in detail in the previous article. The method 
'n which some of these conditions were treated is shown 
/a various accompanying illustrations. 
At Asbury Avenue and Ridge Avenue in Evanston 
he track is in open cut construction, passing under 
|lecorative concrete bridges at these streets. Similar 
tations at these two locations are arranged so that the 
/yuildings are on a level with the street, and straddle 
he two initial tracks below. Inclosed stairways lead 
'o the loading platforms on the track level. Canopies 
-xtending from the building cover these platforms. It 
‘vill be noted that the bridge abutments have been 
paced wide enough to allow clearance for an additional 
-rack on the outside of each of the loading platforms, 
'o as to make a four-track railroad when the new line 
ss entirely completed. An interior view of the Ridge 
"Avenue station shows the high-grade character of these 
wuuildings and the spacious accommodations provided 
or entering passengers. Another interior view shows 
he Dempster Street station, which for the time being 
vill be the terminal of the line. Various concessions, 
‘neluding restaurant, news-stand, etc., will be located 
a this station. 
A typical station where tracks are on the surface 
3 illustrated at Schreiber Road. The building is of 
ressed brick with tile roof, and the platform canopy 
/3 supported on large diameter pillars, giving a pergola 
| ffect. The elevated loading platform at Dodge Avenue, 
\vhere the tracks are elevated above the cross street, 
/s shown in another illustration. Here the station 
yuilding is below the right-of-way pictured. 
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A Typical View of the Open Cut Construction 
of the New Line 


Across the North Shore drainage channel and the 
Mayfair cutoff of the Chicago & Northwestern Railroad 
the tracks reach an elevation of 38 ft. above the natural 
ground level. This elevation was adopted in order to 
get legal clearances over the steam railroad, which 
also is elevated at this point. The conditions presented 
by this joint crossing of railroad and canal were fur- 
ther complicated by the necessity for providing spans 
for two future streets to be opened in this vicinity and 
for the new McCormick highway under construction 
by the Sanitary District. This combination of condi- 
tions led to the construction of approximately 1,000 ft. 
of continuous heavy steel bridgework. An accompany- 
ing illustration shows the appearance of this struc- 
ture. 

The electrical distribution system is of a new heavy 
type catenary construction designed to handle long 
trains at high speed. The primary messenger is made 
up of a composite strand consisting of a “copper weld” 
core and an outer layer of pure copper. Its diameter 
is 1.02 in., and it has a copper equivalent of 580,000 
circ.mil. A copper feeder messenger below, which has 


One of the Special Trains Run March 28 at the Inaugural of the Niles Center Extension of the North Shore Line. 
The Station Is Dempster Street, the New Terminal 
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Attractive Architecture Marks the New Buildings on the 
North Shore Extension 


1. At Asbury Avenue, where the 
track is below the surface level, 
the station building is at street 
grade, with loading platforms below. 

2. Power is supplied to the new 
line by a 2,000-kw. Westinghouse 
automatic substation, located 4% 
miles from the Howard Street 
Junction. 

3. The station at Schreiber Road 
illustrates the typical construc- 
tion employed where tracks are on 
the surface level. 

4. An interior view of the Ridge 
Avenue station. 

5. Room. is. provided at the 
Dempster Street station for vari- 
eus concessions for the accom- 
modation of passengers. 

6. At Dodge Avenue the tracks 
are elevated. The station building 
is below the loading platform shown. 
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ynermanent decorative brick construction, ingeniously 


idapted to the individual grade conditions, and of a 


ype of architecture in keeping with the general high- 
rrade character of the entire development and with 
she reputation which the North Shore Line has estab- 


‘ished in the communities which it serves. 


Some of the engineering and drainage problems 


'which were involved in laying out the route were de- 


scribed in detail in the previous article. The method 
in which some of these conditions were treated is shown 
'm various accompanying illustrations. 


At Asbury Avenue and Ridge Avenue in Evanston 
the track is in open cut construction, passing under 
dJecorative concrete bridges at these streets. Similar 
stations at these two locations are arranged so that the 
buildings are on a level with the street, and straddle 
the two initial tracks below. Inclosed stairways lead 
to the loading platforms on the track level. Canopies 
extending from the building cover these platforms. It 
will be noted that the bridge abutments have been 
3paced wide enough to allow clearance for an additional 
track on the outside of each of the loading platforms, 
30 as to make a four-track railroad when the new line 
is entirely completed. An interior view of the Ridge 
Avenue station shows the high-grade character of these 
buildings and the spacious accommodations provided 


‘for entering passengers. Another interior view shows 


the Dempster Street station, which for the time being 


will be the terminal of the line. Various concessions, 
‘including restaurant, news-stand, etc., will be located 


in this station. 
A typical station where tracks are on the surface 


‘is illustrated at Schreiber Road. The building is of 


oressed brick with tile roof, and the platform canopy 
is supported on large diameter pillars, giving a pergola 
2ffect. The elevated loading platform at Dodge Avenue, 
where the tracks are elevated above the cross street, 
is shown in another illustration. Here the station 
building is below the right-of-way pictured. 


A Typical View of the Open Cut Construction 
of the New Line 


Across the North Shore drainage channel and the 
Mayfair cutoff of the Chicago & Northwestern Railroad 
the tracks reach an elevation of 38 ft. above the natural 
ground level. This elevation was adopted in order to 
get legal clearances over the steam railroad, which 
also is elevated at this point. The conditions presented 
by this joint crossing of railroad and canal were fur- 
ther complicated by the necessity for providing spans 
for two future streets to be opened in this vicinity and 
for the new McCormick highway under construction 
by the Sanitary District. This combination of condi- 
tions led to the construction of approximately 1,000 ft. 
of continuous heavy steel bridgework. An accompany- 
ing illustration shows the appearance of this struc- 
ture. 

The electrical distribution system is of a new heavy 
type catenary construction designed to handle long 
trains at high speed. The primary messenger is made 
up of a composite strand consisting of a “copper weld” 
core and an outer layer of pure copper. Its diameter 
is 1.02 in., and it has a copper equivalent of 580,000 
circ.mil. A copper feeder messenger below, which has 


One of the Special Trains Run March 28 at the Inaugural of the Niles Center Extension of the North Shore Line. 
The Station Is Dempster Street, the New Terminal 
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a cross-section of 500,000 cir.mil, in turn supports the 
No. 0000 high-strength bronze trolley wire. 

The overhead system is carried on fabricated towers 
built up with Bates expanded steel poles. These towers 
are spaced on 250-ft. and 300-ft. centers. All members 
are galvanized by the hot dip process. An article de- 
scribing this overhead construction in detail will be 
published in a subsequent issue. 

One Westinghouse automatic substation, with a single 
2,000-kw. synchronous converter, is located 44 miles 
from the Howard Street junction with the present 
main line. The Howard Street end of the line is fed 
from the present Calvary station of the Commonwealth 
Edison Company. 

In order to comply with promises made to the officials 
of Evanston and Niles Center to have the line ready 
for operation on Feb. 1, it was necessary to carry on 
most of the heavy construction work under extreme 
winter weather conditions. Even with this handicap, 
the first train was operated on the date specified in 
the original agreement. For the time being the new 
line will be operated by the Chicago Rapid Transit 
Company under a lease arrangement, so as to give 
local transportation service to the new communities that 
are expected to develop rapidly along the new line. 


Comment on the St: Louis Street Railway- 
Motor Bus Situation 


C. E. SMITH & COMPANY 
Consulting Engineers 
St. Louis, Mo., April 1, 1925. 
To the Editor: 

The analysis of the St. Louis street railway-motor 
bus situation by Mr. Buck and Mr. Stocks in the 
ELECTRIC RAILWAY JOURNAL for March 14 is such a 
complete, clear, unbiased statement of fact that little 
remains to be said; it was unnecessary to draw conclu- 
sions. They are obvious and self-evident. 

In addition to picturing the St. Louis situation they 
picture as well the situation that may be expected in 
any large city under similar circumstances and condi- 
tions, and it may not be out of place to summarize 
briefly some of those conditions. 

There is a very definite demand for motor bus serv- 
ice in addition to street railway service in districts 
adequately served by street railway lines as well as in 
intermediate and outlying districts not so served. This 
demand comes from those who have no automobiles and 
enjoy this opportunity to ride in an automobile at 
small cost; those who, particularly women, prefer not 
to drive their own automobiles through the congested 
districts and will not ride crowded street cars but will 
ride the buses; those who prefer to ride on a convey- 
ance on which they will not be compelled to stand nor 
be embarrassed by other standees; those to whom the 
bus line may be a little closer and more convenient; 
and a small element of the riding public who have 
developed such animosity toward street car service that 
they welcome the opportunity to patronize a competitor. 

It has long been my opinion that these various 
classes and any others who desire to pay more for 
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a different class of transportation service, whether 
better or not, should be provided with that transporta- 
tion to the extent to which it can be provided at the 
price they desire to pay for it, but that it should be 
established as a co-ordinated branch of the street rail- 
way service and not in competition with it. If co-ordi- 
nated it will be possible to work out a balance of 
service and an equitable transfer arrangement between — 
the buses and the street cars, so that people may be ~ 
transported for a single fare between points served by 
buses and points served by street railways, which is |} 
not possible when operated in competition without _ 
transfer privileges between separate companies. a 
On the other hand, it is surprising what a large | 
element of the population, even including men of large ~ 
affairs and big business, believe that competition in | 
city transportation is beneficial and tends to reduce | 
Of course, it is axiomatic that to the extent to |’ 
which competition brings about unnecessary duplica- — 
tion of service the costs will be increased, and the | 
inevitable result will be an increased street car fare. 
In every city there are certain street car lines that _ 
carry the cream of the traffic and are profitable. There 
are other lines that are unprofitable, but they are neces- — 
sary in the whole transportation picture and must be 
operated, the loss being made up by the profits on the |! 
heavy traffic.lines that carry the cream of the traffic. | 
Motor buses cannot profitably serve those districts | 
served by street cars that are operated at a loss. |) 
Motor buses can be operated profitably only in those 
districts where street cars carry the heavy traffic. _ ||!" 
When buses are operated as a parasite on the street 
railway system, reducing the profits on the profitable 
lines, the ability of the latter to carry the unprofitable — 
street car lines is reduced to such an extent that fares 
must be increased over the entire street railway system. , ji 
There is a sociological question involved in the dif- | 
ference between a 7-cent fare and a 10-cent fare. The 
difference between these two rates means an average _ 
increase for transportation of about $50 per year per A 
family. No doubt in any community 5 or 10 per cent 
of the families can easily absorb such increase, but |) 
I firmly believe that the great multitude of the families | 
in any large city cannot contemplate or undertake with © i 
equanimity an increase of $50 in the family budget; ~ 
to avoid that the cheaper means of mass transportation | 
by street cars in the larger cities must be continued — 
in full vigor and at the least cost. This cannot be 
done if they be subjected to unregulated competition 
of favored, subsidized motor bus lines. 
The extent to which motor buses in St. Louis have © 
been favored and subsidized is indicated by the fact — 
that they are permitted to:charge a 10-cent fare while | 
the street railways are limited to a 7-cent fare; the | 
street railway company contributes to the city some- |, 
what more than 10 per cent of its gross revenues in | 
various forms of taxation and paving costs, the motor 
bus company approximately 4 per cent; the motor bus 
company is not compelled to provide any particular | 
quantity of service during the rush hours, but is per-— 
mitted to choose the number of passengers for which 
it is willing to provide seats; the street railway is com-— 
pelled to provide a fixed number of seats and a fixed }. 
area of standing room for all the passengers and car- } 
ries the burden; the motor buses wear out pavements | 
provided by others; the street car company pays for} 
pavements used by others. 
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Contrary to the general understanding, motor buses 
in St. Louis do not provide faster transportation; two 
or three minutes saved per trip is offset by longer 
delays waiting for buses with an average loss by bus 
of five minutes per trip. They are noisy, smell oily, 
ride so roughly that newspapers may not be read, are 
irregular in operation, add to the congestion and delay 
all other traffic in the congested districts. 

St. Louis was considerably overbuilt with street car 
lines in former years, and except to a very slight 
extent here and there no extensions were necessary. An 
increase in the company’s investment of approximately 
2 per cent for extensions would have satisfied that 
demand at any time and the company is properly sub- 
jected to very severe criticism for failing to provide 
and perform on such extensions the transportation 
service for which it had accepted a franchise. 
such conditions it is inevitable that competitive agen- 
cies of transportation may be expected not only to 
serve such unserved territories, but also to serve areas 
already served. : 

Although the first St. Louis bus lines served dis- 
tricts that have the best street railway service in the 
city, later service to outlying areas not previously 
served gave the bus company its firmest support for 
competition in St. Louis.. Under the guise of serving 
‘small areas not previously served, rights were secured 
for most of the motor bus lines, 90 per cent of which 
‘operate either on streets having street car tracks or 
closely adjacent thereto. The original motor bus lines 
paralleling the heaviest street railway lines were profit- 
able, but the later lines 7 to 8 miles long have changed 
the picture somewhat, as they are not as profitable as 
the original lines. There is very 
ittle short riding and apparently but 
ittle induced riding. Off-peak travel 
is light on all bus lines; during rush 
aours all seats are taken, but a seat 
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transfers with the street car lines (10 cents combined 
ride). On this street a clear picture is available of the 
preference of the people for the buses unified with 
the street railway system, since five times as many 
ride the street railway company’s buses as the com- 
petitive buses. 

It is futile to comment on means by which special 
privileges were secured from city officials by the motor 
bus company here. Suffice it to say that the officials 
who granted the rights justified their actions with 
strong support from those who desired the competitive 
service. Apparently that does not exceed 5 per cent 
of the riding public, but when operated as in St. Louis 
and other large cities even to that extent there must 
inevitably be decreased street car service or reduced 
wages or increased car fares to the 95 per cent who 
ride the street cars, or possibly a combination of those 
evils, and possibly ultimate purchase of the motor 
bus lines by the street railway company when the peo- 
ple demand co-ordination of service, as they have al- 
ways done in the past where there have been separate 
competing unco-ordinated transportation agencies. 

To avoid the repetition of past evils it behooves the 
people to see that motor bus companies, established as 
the one in St. Louis has been, do not secure special 
privileges in the way of high fares, low taxes, relief 
from regulation, pre-emptive rights or other special 
privileges to. such an extent as to give them a con- 
siderable nuisance value at time of consolidation. In 
the long run it is not the street railway company that 
gets hurt but the car rider and the merchant. 

C. E. SMITH, 


Consulting Engineer Department of Public Utilities, 
City of St. Louis. 


is not provided for every one who 
would be a passenger. 


The bus company cannot afford to 
provide enough equipment to carry 
all the business that would present 
itself during the short sharp peak 
morning and evening, and have the 
equipment and employees idle during 
the remainder of the day, but goes 
through the rush hours with only 
slightly increased service, while the 
street railway company must furnish 
seats and standing room for all. 
Thus, with the street railway as a 
tand-by to provide the costly serv- 
ice that has a low load factor, the 
buses have an opportunity of provid- 
ing just enough service to get the 
highest load factor. 

At one point in the city beyond the 
end of a street car line competitive 
motor buses are operated on the 
ame street in the interest of the 
treet railway company and also by 
its competitor. The competition bus 
service offers direct rides in and out 
f the business district and a certain 
easure of city-wide transfer sery- 
ice over bus lines. The street 
tar company’s buses exchange 


Way Matters 


ONSIDERABLE progress in the 

investigation of the various sub- 
jects assigned to sub-committees was 
shown in the reports presented at a 
meeting of the committee on way mat- 
ters held at association headquarters in 
New York on April 1 and 2. In the 
matter of the review of existing stand- 
ards the sub-committee suggested cer- 
tain changes in the standard rail speci- 
fications and the specifications covering 
the manufacture of special trackwork. 
Efforts are being made to bring these 
specifications into harmony with the 
views of a committee of the Ameri- 
can Railway Association. Suggested 
changes in the special trackwork speci- 
fications were referred back to the sub- 
committee with instructions to consult 
the manufacturers and report at the 
next meeting. A lively discussion took 
place regarding the permissible tol- 
erances in punched tie rod _ holes. 
Nothing has yet been done concerning 
additions or corrections to the drawings 
in the manual. 

To secure the opinion of the whole 
committee, the sub-committee on stand- 
ardization of frogs and switches pre- 
sented two designs of lug fastenings 
for switch tongues and described the 
merits and demerits of each type. A 
poll of the railway members indicated 


that opinion favored the same design 
which had been favored by the sub- 
committee. 

A comprehensive report regarding 
the status of tests and research work 
in connection with welded rail joints 
was made by W. W. Wysor. He 
stated that the third progress report 
of this committee would soon be ready 
for distribution. Arrangements are 
now being made to publish this report 
and distribute it to the railway indus- 
try. An offer received from the Gen- 
eral Electric Company to proceed at its 
own expense with the “educated tie’ 
tests of rail joints in various stages of 
defectiveness was discussed. The com- 
mittee considered this a good method 
of collecting data on the subject of rail 
joints and expressed the hope that the 
company would continue with the test. 

Results obtained with the in situ 
process of surface hardening rails in 
Toronto were described by A. T. 
Spencer. His report was accompanied 
by photographs showing the appear- 
ance of rails after several years of 
service. Additional] data on this sub- 
ject are expected to be obtained in the 
near future from the Boston Elevated 
Railway and the United Railways & 
Electric Company of Baltimore. 

More co-operation from the railway 
members was asked in connection with 
the investigation of welding rod speci- 
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fications. A questionnaire has been pre- 
pared and will soon be sent out to mem- 
ber companies. To enable the railways 
to use the information contained in the 
final report of the committee on way 
matters, it will be necessary to include 
practical data useful in directing and 
educating welders. It is hoped to se- 
cure this information from a number 
of railways before the report of the 
committee goes to press. 

Slow progress is being made by the 
sub-committee on design of substitute 
ties. Questionnaires prepared at a 
meeting of the way committee in Cleve- 
land on Jan. 22 were sent out on 
March 16, and 25 replies had been re- 
ceived prior to the New York meeting. 
Efforts will be made to follow up this 
matter and secure information from 
those companies which have not yet 
answered. 

Responsibility for noise in car op- 
eration was thought by the sub-com- 
mittee in charge of investigating this 
subject to be divided between the car 
and the track structure. Reduction of 
noise is 90 per cent a matter of main- 
tenance and only about 10 per cent de- 
pendent uvon the type of track con- 
struction, the committee believes. The 
committee suggested that this matter be 
taken up with the Bureau of Standards 
at Washington with a view to securing 
its assistance and possibly the use of 
instruments for measuring the volume 
of noise. 

The sub-committee on design of limit 
of wear gage, wheel mounting, etc., re- 
ported that a meeting had been held on 
Jan. 29 in conjunction with a similar 
sub-committee of the equipment commit- 
tee. This resulted in the making of 
several suggestions which are now 
being considered by the latter. The 
way committee requested its chairman 
to take up this matter and see if definite 
action could not be secured from the 
equipment committee. It was decided 
to recommend that in addition to the 
gage requirements definite maximum 
and minimum measurements back to 
back of wheels taken at the level of 
the wheel tread, should be specified and 
that wheels be removed from service 
when they do not conform to these 
requirements. 

Reports were submitted by sub-com- 
mittees on design of steam railroad 
crossings and of plain girder rails. 
Tentative designs were submitted cov- 
ering three weights of 7-in. rail as pre- 
pared by the sectional committee of the 
A.E.S.C. and also some alternative de- 
signs suggested by E. M. T. Ryder. An 
expression of opinion was asked from 
the railway members, particularly with 
reference to the depth of head and re- 
taining a fishing section in conformity 
with former association standards. The 
committee discussed the matter and it 
was agreed that the fishing section 
should be sacrificed if necessary in 
order to secure greater depth of rail 
head. It was thought undesirable to 
retain the present fishing section by 
increasing the depth of the rail section 
in order to givé greater depth to the 
rail head. ; 

A lively discussion occurred as to 
whether the next meeting of the com- 
mittee should be held at French Lick 
Springs, Ind., or at Montreal. It was 
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COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


April 16—Wisconsin Utilities As- 
sociation, Hotel Pfister, Milwaukee, 
Wis. 

April 20-25—International Regional 
Planning Congress, Hotel Pennsyl- 
vania and Grand Central Palace, 
New York City. 

May 5-8—Southwestern Public 
Service Association, Rice Hotel, 
Houston, Tex. 

May 12-13—Public Utility Section, 
Associated Advertising Clubs of the 
World, Houston, Texas. 

May 25-28—National Association 
of Purchasing Agents, Milwaukee, 
Wis. 

May 26-27—Regional Motor Trans- 
port Conference, Chicago, III. 

June 2-4—Central Electric Railway 
Association, French Lick Springs, Ind. 

June 3-4—lowa Electric Railway 
Association, Waterloo, Iowa. 

June 10-12—Canadian Electric Rail- 
way Association, Montreal, Quebec. 

“June 26-27—New York Electric 
Railway Association, Hotel Cham- 
plain, Bluff Point, N. Y. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


finally decided that the chairman should 
arrange for a letter ballot in order to 
give the absent members opportunity 
to express their views on this matter. 
Those present at the meeting were: 
E. M. T.-Ryder, C. F. Gailor, V. An- 
gerer, T. A. Ferneding, S. C. Baker, 
H. E. Bean, H. H. Dartt, E. B. Ent- 
wisle, R. B. Fisher, D. J. Graham, 
H. C. Heaton, N. M. Hench, M. M. 
Johnston, T. J. Lavan, E. L. Lockman, 
H. F. Merker, L. A. Mitchell, O. C. 
Rehfuss, A. T. Spencer, J. B. Tinnon, 
W. W. Wysor, and H. H. George, 
chairman. 


Other Associations 


Wisconsin Convention April 16 


HE program for the annual con- 
vention of the Wisconsin Utilities 
Association to be held on April 16 at 
the Hotel Pfister, Milwaukee, has been 
announced by Secretary John N. Cadby. 
In addition to the annual address by 
President G. C. Neff, and reports from 
various standing committees, the pro- 
gram will include the following sub- 
jects: 
“Some Recent Legal Phases of Regula- 


tion,”” by Lewis E. Gettle, chairman Wis- 
consin Railroad Commission. 
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“By Our Achievements We Must Justify 
Public Confidence,” by Marshall E. Samp- 
sell, Wisconsin Power & Light Company. 

“Some Recent Developments of Public 
Utility Financing,” by George E. Frazer of 
Frazer and Torbet, Chicago. 

B. W. Arnold, manager motor coach 
division Chicago, North Shore & Mil- 
waukee Railroad, is chairman of the 
entertainment committee. At the ban- 
quet to be held in the evening a musical 
program has been arranged to enliven 
the occasion. Harry F. Atwood, presi- 
dent of the Constitution Anniversary 
Association, Chicago, will deliver an 
address on the federal constitution. 

Entertainment has also been pro- 
vided for the women in attendance dur- 
ing the convention. This program has 
been in charge of Mrs. G. Post of Mil- 
waukee, and will include a luncheon m 
the Fern Room of the Pfister Hotel and 
a bridge party during the afternoon. 


Pipe Flanges and Fittings 


HE sectional committee of the 

American Engineering Standards 
Committee dealing with the standard- 
ization of pipe flanges and fittings has 
approved a number of important 
standards applying to malleable-iron © 
and cast-iron screw fittings. These 
will now be submitted for approval to 
the sponsor organizations, which are 
the American Society of Mechanical 
Engineers, the Manufacturers Stand-— 
ardization Society of the Valve and 
Fitting Industry and the Heating and 
Piping Contractors National Associ- 
ation. 


Transportation Studies at 
Technical Schools 


RANSPORTATION at technical — 

schools will be discussed in an ad- 
dress by Prof. Winthrop M. Daniels © 
of Yale University, at a meeting of the 
New York Railroad Club to be held on 
April 17. The full title of the address 
to be presented is as follows: “What 
Branches of Transportation Should 
Technical Schools and Universities At- | 
tempt to Teach?” 


Chicago Motor Transport 
Conference 


Be a a 


66 O-ORDINATED Transportation” | 
will be the theme of a regional 
motor transport conference to be held — 


under arrangements made by the Na-— 
tional Automobile Chamber of Com-— 
merce at Chicago on Tuesday and 
Wednesday, May 26 and 27. ] 

Among the speakers will be leading 
automobile, railroad, trolley and ship- 
ping executives from Chicago and the 
Middle West. The program will be 
similar to that of the New England 
Motor. Transport Conference held at 
Boston on Dec. 8-9, 1924. 

Besides discussion of the place of the 
motor truck and motor bus in short— 
haul transportation, there will be state- 
ments from varying points of view upon 
the wisdom of federal regulation of 
common earrier vehicles, a subject: 
which has become of unusual impor-- 
tance since recent decisions of the U. S. 
Supreme Court indicating that sue 
motor vehicles are not subject to sta 
regulation. 
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Pipeless Furnace Keeps Car 
Shops Warm 


NE of the problems which faced 
the management when operation 
was resumed on the New Haven & 
Shore Line Railway in 1923 was 
that of heating the car repair shops 
at Guilford. In the days of the pred- 


A Pipeless Furnace Was Installed at Small 
Expense When This Carhouse Was 
Converted into a Repair Shop 


ecessor company which operated 
this line until 1919, the repair shops 
were at Saybrook and the barn at 
Guilford was used only for storage 
purposes. On account of its location 
midway between the two ends of the 
line the Guilford structure was pre- 
ferred by the new management as 
the location for doing maintenance 
and repair work. The heating 


problem was successfully solved by 
the installation of a Kelsey pipeless 
furnace, as shown in the accom- 
panying illustration. This was done 
at a much lower cost than would 
have been required to install a 
steam-heating plant in this concrete 
building and has proved entirely 
satisfactory during the most severe 
winter weather. 


Open Paint Storage 
Outside Shop 


HE problem of providing a 

convenient fireproof storage for 
paints after the containers have been 
opened and they are in use has been 
solved in an effective manner at the 
155th Street shop of the Eighth 
Avenue Railroad, New York City. 
A corrugated iron building 6 ft. x 6 
ft. x 8 ft. high, with concrete floor, 
has been constructed just outside 
the paint shop and adjacent to the 
doorway. This building is provided 
with shelves for the storage of open 
paint and also has a bench around 
two sides for convenience in mixing 
paints. A window is provided in one 
side opposite the doorway so that 
during inclement weather the door 
may be kept closed and the interior 
still be efficiently lighted. During 
cold weather the building is heated 
by two electric heaters provided with 
Railway Utility Company’s thermo- 
static control. This arrangement pro- 
vides paint storage just as con- 
venient as though it were inside the 


Corrugated Iron Building Used for Open 
Paint Sotrage at the Eighth Avenue 
Railroad Shop 


paint shop and at the same time re- 
moves the paints and oils from close 
proximity to cars. 


Repairing Car Panels with 
Sheet Steel 


EPAIRS to car panels which 
have been damaged in accidents 

are made in the 155th Street shops 
of the New York & Harlem Railroad 
through the use of sheet steel. This 
method has been found much cheaper 
and consumes much less time in mak- 
ing repairs than the use of wood 
panels. No. 16 gage steel is used, 
which can be bent to shape readily. 


Sheet Steel Is Used for Repairs to Upper and Lower Side Panels on the Eighth Avenue Railway’s Cars 
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Where panels are split or otherwise 
damaged, the sheet is superimposed 
on the damaged parts. 

In applying the sheets the Eighth 
Avenue Railway paints the material 
on the inside before it is applied. 
This gives the necessary protection 
against rust so as to minimize the 


Narrow Drum Concrete 
Mixer 
JTMPORTANT saving in the time 

required for mixing concrete is 
the principal advantage claimed for 
a new, narrow drum mixer recently 
placed on the market by the Stand- 
ard Scale & Supply Corporation, 
Pittsburgh, Pa. The charging hole 
has a diameter of 24 in. and the skip, 
when elevated, reaches such an angle 
that the charge drops almost ver- 
tically into the drum. The latter is 
deep enough to receive the entire 
charge in one shot, no part of the 
aggregate being held in the charging 
chute until the drum revolves. 

To avoid the scattering of the load 
the walls of the drum were built 
close together, thus keeping the ag- 
gregate within the confines of a nar- 
row space. When the drum is set in 
motion the buckets lift the aggregate 
up and with a scouring motion tum- 
ble it down again and again into one 
conglomerate mass. The aggregate 
need not be pushed from one side of 
the drum to the other, and it is 
claimed the mixture is completed in 
fewer revolutions of the drum than 
would otherwise be possible. 

An 18-in. diameter discharge open- 
ing permits a wide discharge chute, 
the latter being just wide enough to 
have free movement in this opening. 
Because of the large opening and the 
narrow drum the chute can be tipped 
to a sharp angle, while the chute 
reaches near to the other side of the 
drum. As shown in the illustration, 
the far end of the chute is directly 
under the far end of the buckets. 
These drop the aggregate directly 
into the chute, with considerable 
momentum. Because of its momen- 
tum it is said that the concrete does 
not adhere to the chute. 

This mixer is so built that the 
operator, without moving from his 
position, manipulates the power- 
loader lever, the discharge lever, and 
turns on the water for the mix. 
Through the 24-in. charging hole he 
can see into the drum and determine 
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danger of the panels deteriorating 
from rust starting on the inside. In 
painting the outside, the railway’s 
standard method of painting is used. 
Very close inspection is required to 
detect the sheet steel paneling from 
the ordinary wooden _ structure 
previously used. 


whether he has enough of each kind 
of material. 

The mixer is very compact and can 
be easily transported from place to 
place. The front wheels pass under 


the frame, making short turns pos- 
sible. Another feature is the inter- 
changeability of the low charger and 
skip loader. 


If the user wishes to 


When Raised, the Skip Drops the Charge 
Almost Vertically into the Narrow Drum 
A—Skip loader. B—Drum. 
D—Charging hole. 
F—Discharging hole. 


C—Buckets. 
E—Discharge chute. 


y 

7 ke 
Without Moving from His Place the Operator of This Concrete Mixer Controls Loading ¥ ‘thy 
The Wide Opening Allows Him to Examine 


and Discharging. 


change from one to the other he can 
obtain a skip which is installed on 
the job, as holes have been drilled in 
the frame for attaching this equip- 
ment. 


Disconnecting Switches 


N A NEW line of disconnecting 

switches known as Type LG-17, 
now being marketed by the General 
Electric. Company, Schenectady, 
N. Y., the cantilever strength of the 
insulator unit has been greatly in- 
creased by a double crimped cap and 
the addition of a pin cast integral 
with the lower fitting. Both hinge 
and contact clips are cast integral 
with their blocks; the blade of the 
switch, being in two sections, pos- 
sesses much more lateral rigidity 
than would be the case if the blade 
were of a single piece, and the use 
of bolts through the two sections 
of the blade, above and below the 
clip, provides a convenient means of 
adjustment or readjustment of con- 
tact pressure. 

All forms of the switch are fur- 
nished with a new type of latch or 
safety catch. On  double-throw 
switches there is a latch at each 
end. The action of the latch is 
positive and combines both latching 
and opening features. A new switch 
hook is also included in the develop- 
ment, incorporating both a special 
“V” hook for the LG-17 ‘and a 
standard hook for operating other 
forms of disconnecting switches and 
latches. 


this Condition of the Mixture 
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Cleveland “Closed Shop” Void, 
Says Court of Appeals 


On the grounds of public policy, the 
“Court of Appeals, sitting in Cleveland, 
Ohio, has just decided unanimously 
that the closed shop agreement be- 
tween the Cleveland Railway employees 
and the union is null and void. If 
the decision is not carried to the State 
“Supreme Court, or is upheld by the 
State Supreme Court if carried there 
by the union, it means that further 
contracts between the Cleveland Rail- 
way and the union will not carry any 
“closed shop” agreement. 

By a vote of two to one, the Court of 
Appeals also decided that the Cleveland 
Railway had a perfect right to with- 
draw, as it did, from the arbitration 
proceedings of last June. In these arbi- 
tration proceedings two of the arbiters 
granted the platform men of the Cleve- 
land Railway an increase in pay of 12 
cents an hour. The Court of Appeals 
upheld the lower courts in deciding that 
the sitting of James W. Holcomb as the 
third arbitrator in the case constituted 
“a legal fraud.” The court ruled that 
Mr. Holcomb had disqualified himself 
-as an arbiter in the case by his conduct 
and by the fact that the union had in- 
dorsed him for a federal position. In 
the lower courts the “closed shop” 
agreement between the company and 
union was held to be valid. 

William S. Fitzgerald, one of the in- 
ternational vice-presidents of the Amal- 
gamated, has gone to Cleveland to try 
to help the car men’s local and de- 
termine what the union’s next step 
shall be. A mass meeting of the men 
was scheduled for April 8, to determine 
what the union should do, by reason of 
the adverse court decisions, and also by 
reason of the fact that May 1 is the 
time for seeking a new wage agreement. 


Central New York Railways 
After Bus Franchises 


The establishment of an extensive 
network of bus lines in Central New 
York is forecast by the announcement 
that a new concern, the Mid-State 
Coach Lines, Inc., has filed articles of 
incorporation in Onondaga County. 
This concern will be owned by the Roch- 
ester & Syracuse Railroad, the Empire 
State Railroad, the Auburn & Syracuse 
Electric Railroad and the Syracuse 
Northern Electric Railway, Inc. These 
lines already are seeking bus line 
privileges in Oswego and Auburn, and 
on a route which would connect Syra- 
cuse and Oswego. 

The purpose of the company is to 
operate buses as feeders to existing 
railway lines, the companies retaining 
Separate identities for carrying on their 
railway operations. 

In the meantime the Auburn & Syra- 
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The News of the Industry 


cuse Railroad officials are seeking bus 
privileges in Auburn in competition 
with an unnamed client of Frank J. 
Cregg, Syracuse corporation counsel, 
for the privilege of running buses in 
that city. 

Talmadge C. Cherry, vice-president 
of the Auburn & Syracuse Electric 
Railroad, and vice-president and gen- 
eral manager of the Rochester & Syra- 
cuse Railroad, recently addressed the 
Common Council of Oswego on behalf 
of the bus line application. His buses 
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would run on a 7-cent fare. James W. 
Dillon, Syracuse, who is operating buses 
successfully on a 5-cent fare in the 
neighboring city of Fulton, has offered 
to run the Oswego buses on a 5-cent 
fare. 

The officials of the Mid-State Coach 
lanes,,/ Ime.; care: Directors, T. C. 
Cherry, Walter K. Zinsmeister and 
Harry C. Stanton, Syracuse, and Ray S. 
Messenger and William Harvie, Auburn. 
All are connected with the Auburn & 
Syracuse Electric Railroad. 


Chicago and Milwaukee Grants Defeated 


Elections Unfavorable to Proposed Settlements in Mid-West Cities— 
Third Vote in Chicago in Twelve Years—Milwaukee’s 
Need Less Immediate than Chicago’s 


HICAGO’S $500,000,000 transporta- 

tion ordinance was beaten soundly 
in a referendum on April 7. It pro- 
vided for co-ordination of surface and 
elevated lines and establishment of sub- 
ways and bus lines under city manage- 
ment and eventual city ownership. The 
existing surface lines are now up 
against a franchise fight, the franchises 
expiring in 1927. The vote was a sur- 


prise. The final figures follow: 

For adoption of ordinance..........227,554 
A rainshea doptronadeiierers: « csle's > «crs ce 329,528 
Majority -ODDOBREdN fares is sistas: «i.e y0%, ace 101,674 


For operation’ of Tinesiik «eri. «eee 226,681 
AP AIS Cs OPELAtlONGew ns as «curses solace 327,543 
DMatOritywODDOSEE. wate eis a siccd cee wets 100,852 


Analysis of the vote shows that while 
it could not be termed wholly intel- 
ligent, it was at least typical, and the 
record number of voters at a by-election 
can be taken to mean that Chicago is 
definitely against any municipal ven- 
tures in running transportation lines. 
It is the third defeat of a transporta- 
tion referendum in twelve years. That 
the voters did not understand in some 
districts was shown by the fact that 
some persons voted against the estab- 
lishment of the system but voted in 
favor of the city operating it. 

Lined up against the measure and 
represented by the Hearst newspapers 
were scattered political organizations 
and the remnants of the old spoils gang 
which had a “5-cent fare” platform 
as its transportation policy. Hearst 
claimed a victory, but all the alder- 
manic candidates indorsed by him and 
by William Hale Thompson were beaten 
at the same time that the traction 
ordinance went down. They were all 
anti-ordinance. The separation of pol- 
itics from the referendum was evident. 

Mayor Dever said plans will go for- 
ward at once for a new ordinance 
drawn along different lines. 

The campaign went into high gear 
four weeks before the election and like 
all other campaigns threatened to lose 
sight of the main issue. Mayor Dever, 


however, kept the proponents of the 
ordinance from hysteria. He proved 
to be an ideal campaigner, never mak- 
ing an unqualified statement he could 
not personally back up. This was one 
of the qualities that helped the pro side. 

The personality and partisanship ele- 
ments became important at the outset. 
William Randolph Hearst with two 
powerful newspapers, William Hale 
Thompson, a notorious demagogue who 
promised 5-cent fares while he was 
Mayor during the world post-war days 
and hired $100 a day “traction experts,” 
and Governor Small, as well as many 
of their associates who were running 
mates of politicians tried lately on 
graft charges, were against the ordi- 
nance. 

Roy D. Keehn, Hearst’s personal rep- 
resentative, wrote to two internation- 
ally known bankers asking whether 
they would be under any obligation to 
purchase the Schwartz certificates, the 
medium of payment for the car lines. 
The bankers wrote that there was no 
obligation, but that the certificates 
would be readily salable if the lines 
were competently managed and they 
said they would recommend them to 
their investors. 

This reply drew the headline “No 
Bank Cash for Car Lines,’ and the 
bankers indignantly demanded a retrac- 
tion. 

William Hale Thompson publicity 
sheets warned the public to “beat the 
biggest traction steal ever attempted.” 
Said Mr. Thompson: 


This ordinance provides for an increase 
of car fares to not less than 15 cents. The 
new measure would relieve the traction 
monopoly from paying taxes and would 
saddle upon the taxpayers an outlay of 
$172,000,000. 

This ordinance would prohibit modern 
rapid transportation. It would bind the 
people of Chicago to the use of the present 
obsolete system. It would give control of 
Chicago’s streets in perpetuity to the Mor- 
gan-Wall Street-Brennan financial pirates. 
; Lies. . . sugar-coated prom- 
ISGS'g. Ve. bore CH EHer taxes jammed 
through council . . . nefarious scheme 
to pick the pockets of the strap hangers 
: boodle. 
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Henry A. Blair, president of the Chi- 
eago Surface Lines, after a first word 
of caution against the ordinance be- 
cause of his mistrust of municipal oper- 
ation, meticulously avoided mention vf 
it as did his associate, Leonard A. 
Busby, head of the south side surface 
lines, a strong advocate of the co-ordi- 
nation. Samuel Insull was out of the 
city for a month and returned on tne 
last day with a statement that he 
indorsed the ordinance because its co- 
ordination and expansion program was 
necessary and could be had in no other 
way. 

The Chicago Surface Lines is round- 
ing out 18 years of service under an 
ordinance of which Mayor Dever, as an 
alderman, was part author. The lines 
ran for several years under separate 
managements, but were co-ordinated, 
and since that time have made steady 
progress until they have been able to 
show a good financial sheet despite the 
fact that 55 per cent of net earnings 
have been paid annually to the city. 

The elevated lines have been slower 


ELECTRIC RAILWAY JOURNAL 


the people unwisely passed up an excel- 
lent opportunity to bring about local 
regulation of their utilities in favor of 
a continuance of the present alleged 
unsatisfactory regulation by the Wis- 
consin Railroad Commission. These 
men feel that the people were misled 
and did not have a clear understanding 
of the contract. Two of the three local 
newspapers were in favor of the plan, 
while the other opposed it. All local 
civic organizations passed resolutions 
favoring the contract with the exception 
of the Engineers Society of Milwaukee. 

Although the plan was defeated it is 
expected that out of it much good will 
come to the city in the way of facts 
and data which were brought out in the 
preparation of the contract. The city 
now has a better conception of the com- 
pany’s operating and financial affairs. 
Possession of these facts, it is main- 
tained, will be of great value to the city 
in preparing its side of future service 
and rate cases. 

In spite of the overwhelming defeat 
of the service-at-cost contract a new 


BACK IN THE OLD FIELD AGAIN. 


ASS 


Chicago “Daily News” Sees Traction Matter Again Football of Politics 


to respond, although there has been good 
management with good public relations 
work and advertising. The elevated has 
charged a cash fare of 10 cents, a ticket 
fare of three for 25 cents and a weekly 
pass for $1. The Surface Lines fare 
is 7 cents. 


MILWAUKEE AGREEMENT DEFEATED 


By a majority of more than two to 
one the people of Milwaukee, Wis., on 
April 7 overwhelmingly expressed their 
opposition to the adoption of the pro- 
posed service-at-cost contract between 
the city and the Milwaukee Electric 
Railway & Light Company. Under the 
terms of the contract the city would 
have received the right to participate 
in the management of the affairs of the 
company in the metropolitan area and 
would have had the opportunity to 
obtain the credit on surplus earnings 
which were to be used to reduce the 
purchase price of the properties should 
it have been decided to purchase them 
at some future date. The vote in every 
ward was against the contract. 

Such prominent proponents of the 
contract as Mayor D. W. Hoan and 
Fred S. Hunt, chairman of the Public 
Utilities Acquisition Committee, which 
spent five years in investigating and 
negotiating the contract, declare that 


movement is on foot by city administra- 
tion champions of the contract which is 
designed to accomplish their aims in a 
more sweeping manner. The new move 
is in the form of an out and out public 
ownership bill introduced in the Legis- 
lature by Assemblyman Thomas M. 
Duncan, Milwaukee Socialist leader and 
secretary to Mayor Hoan. Under this 
municipal ownership bill, power would 
be given to the city of Milwaukee or 
any other city in the state to take over 
its public utilities through the creation 
of so-called public service districts. 
Through the establishment of these 
districts in Milwaukee the present law 
limiting the city to an indebtedness not 
exceeding 5 per cent of its assessed 
property valuation would be evaded. 
This so-called district, by making its 
geographical lines vary slightly from 
Milwaukee’s present city limits, could 
again bond itself up to 5 per cent of 
the assessed valuation of the area, thus 
paving the way for the public owner- 
ship, operation or control of the public 
utilities properties supplying service in 
such districts. Under the plan the 
municipal ownership question would be 
submitted to the voters. 

Voters of Rockford, Ill., on April 7 
defeated a proposition to grant a rail- 
way franchise to the Rockford Public 
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Service Company, a newly formed cor- © 
poration, indorsed by Mayor J. Herman 
Hallstrom. The traction situation is in 
a muddle as the result of the refusal of 
a franchise to the present company, the 
Rockford City Traction company. The 
latter company has been operating two — 
years without a franchise. It is ex- 
pected that the question of granting a 
franchise to the Rockford City Traction 
company will be submitted to a special 
election later in the year. 


Springfield Union Rejects 
Proposal for Mayors to Arbitrate 


Employees of the Springfield Street 
Railway, Springfield, Mass., recently 
asked for an increase of approxi- 
mately $1 a day for regular men and 
rejected a proposal laid before them by 
President Clark V. Wood that questions 
in dispute be submitted to an arbitra- | 
tion board of five to include the Mayors 
of the city of Springfield and Worces- 
ter. The men said they had “no desire 
to place the transportation question in 
politics.” President Wood said the com- | 
pany could not possibly continue to pay | 
the wages now in effect and at the same 
time furnish the service to which the | 
public was entitled. 

The trolleymen want to establish an | 
eight-hour workday to be completed in- 
side of eleven hours. They want a] 
maximum wage of $6.40 a day for a¥ 
six-day week, assuring a maximum 
weekly wage of $38.40. The present } 
wage of the trolleymen is $5.44 a day 

The cancellation of the contract, ac: 
cording to President Wood’s proposal 
makes it necessary to draft a new con) 
tract to become effective June 1. He sug 
gests the appointment of an arbitratior 
board, the company naming one arbitra 
tor in five days from the date of thi 
written agreement to arbitrate; th 
employees naming one within the sam_ 
period. The Mayor of Springfield an) 
the Mayor of Worcester will each b) 
asked to act as an arbitrator, or to ap 
point some person as representative t 
act in his stead, and the two Mayors ¢ 
their respective representatives wi 
have the power to select the fifth men 
ber of the arbitration board to act a 
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chairman. The decision of the majo § °!1r! 
ity of the board will bind both manag) § ™* ti 
ment and employees for a term of yea” ited, 


beginning June 1, 1925, and not exceey 
ing three years as the board may fix. — 


Railway Wants Bus Rights © 
in New York City 


Twenty-six applications for b 
franchises were filed on April 9 wi 
the franchise bureau of the Board ~ 
Estimate of New York City in accor 
ance with the amended specificatic’ 
suggested by the Board of Transpor™ 
tion. This is less than half the numl” 
of bids received under the first call >" 
suggestions. The Interborough wh 
Transit Company, the Brooklyn-M’- — 
hattan Transit Corporation and 7 
Third Avenue Railway, which had 
viously applied for franchises, fail 
file new applications. 

Of the existing transportation ¢¢ 
panies, other than those operating * — 
lines, only the New York Railwes 
through a subsidiary filed a new ayy 
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cation. This application offered to sur- 
render the perpetual franchises for five 
surface lines and substitute bus opera- 
ticn, if franchises were granted for 25 
years or for a lesser period sufficient 
to amortize out of bus earnings the 
investment in the electric railway prop- 
erty abandoned. 

The Manhattan Surface Coach Com- 
pany made two applications, signed by 
its president, H. J. Sheeran, receiver 
for the New York Railways. One appli- 
cation stated that the New York Rail- 
ways was willing to surrender its per- 
petual franchises for the following sur- 
face lines and substitute bus operation: 

Seventh Avenue-Delancy Street line, 
Sixth Avenue line, Columbus-Lenox 
Avenue line, Eighth Street crosstown 
line and the 116th Street crosstown 
line. 

In its proposal known as application 
No. 1 the company estimated the in- 
vestment required to provide equipment 
and facilities to. render the service con- 
templated on the 12 routes outlined by 
the Board of Transportation to be in 
the neighborhood of $6,455,000, made 
up as follows: 


RMN S MET he ai atu losers © 's s-ciss she. diese $3,579,000 
Garage and maintenance equip- 


LOE CS ii6 op ates eee ee a 2,226,000 
Organization and other in- 
ROUT LOS eee = cesta «. sv a/c saree enscare 350,000 
Supplies and working capital.... 300,000 
EOE AN rs pit eats + ns aio) efane, sid en $6,455,000 


Proposal No. 2 places the number of 
double and single deck buses at 432, in- 
volving an investment of $4,108,500 in 
buses. A front-drive type of vehicle 
is proposed to be used. On crosstown 
east and west lines a fare of 5 cents 
per passenger is proposed, but on the 
longitudinal or north and south lines 
the fare would be 10 cents cash, with 
tokens sold at the rate of twelve for $1. 


Steam and Electric Roads 
After Bus Privilege 


The Eastern Massachusetts Street 
Railway has taken up the gauntlet of 
the Boston & Maine Railroad in the 
fight over the bus line which the street 
railway is maintaining between Boston 
and Lowell, Mass. The issue was fought 
in a preliminary skirmish in Woburn, 
where the electric’s bus rights were 
revoked. Later the issue may have to 
be decided in other communities. 

The Boston & Maine says that it 
should be carrying 1,000 passengers a 
day for full fare between Lowell 
and Boston; that it depends upon its 
full-fare passengers to enable it to 
maintain frequent service and low com- 
mutation rates, so that if the Eastern 
Massachusetts is permitted to maintain 
its: bus line to take away the full-fare 
passengers it will be necessary for the 
Boston & Maine to raise its fares and 
to curtail its service. It declares fur- 
ther that when the Eastern Massachu- 
setts takes away one $1 passenger the 
Boston & Maine loses $4, because it 
loses the passenger, but has to main- 
tain the service. 

The Eastern Massachusetts replies to 
this argument that it has prior rights 
in the field, because it asked for these 
licenses last summer. Having obtained 
its licenses from the several cities and 
towns it invested about $80,000 in 
buses and established a scheduled serv- 


ice which is carrying an average of 
250 passengers a day between Boston 
and Lowell, and the income covers the 
cost of the service. In addition to this 
the Eastern Massachusetts has close 


to $5,000,000 invested in the Lowell 
district, and is obliged to protect this 
property. If it had not gone into the 
bus service some private concern would 
have entered the field. 


Buses for Kansas City 


Franchise Approved Under Which Railway Expects to Start Service 
Soon with 63 Vehicles—Attitude of Public Is Favorable 


UXILIARY bus service by the Kan- 
sas City Railways is apparently as- 
sured.’ On April 6 the City Council of 
Kansas City, Mo., passed the ordinance 
allowing the company a franchise for 
three years. The ordinance has been in 
the hands of the special bus committee 
and the City Council since Dec. 1, 1924. 
The receivers for the railway orig- 
inally asked for a twenty-year fran- 
chise. The city’s bus committee con- 
sidered this period much too long. The 
life of the franchise was finally agreed 
upon as three years and an ordinance 
stipulating such duration of the exclu- 
sive franchise was drafted and pre- 
sented to the City Council for its 
approval. Buses seemed practically 
assured, but when the Council voted 
upon the measure the Democratic fac- 
tion of the lower house formed a bloc 
by proposing an amendment to the 
effect that the franchise should ter- 
minate within six months after the end 
of the present receivership and refused 
to pass the ordinance as it stood orig- 
inally. The amended bill was referred 
back to the committee, which, in turn, 
re-referred the bill to the lower house 
in its original state. It was returned 
to the committee the second time, and 
once more was returned to the House 
for passage or rejection. 

During the week ended April 4 mem- 
bers of the Democratic bloc were cred- 
ited with saying that they would com- 
promise upon a two-year period, but 
the receivers for the railway expressed 
very grave doubt that Judge Kimbrough 
Stone, referee, would approve a grant 
so short in duration. The result was 
that when the bill was to go before 
the Council the last time the public 
had almost given up hope of hav- 
ing a bus system. However, leaders 
of the Democratic bloc surrendered and 
voted with the Republicans for the ap- 
proval of the franchise bill in its orig- 
inal state. 

The receivers of the railway are said 
to be well pleased with the final action 
on the ordinance and seem confident 
that there is to be no further delay in 
starting the system of buses. Under 
the provisions of the ordinance the 
receivers are allowed 60 days in which 
to accept the franchise. If Judge Stone 
approves, and the company is able to 
obtain delivery on its bus orders, the 
first buses are expected to be in opera- 
tion 45 days thereafter. Judge Stone 
is said to have expressed the intention 
of approving any franchise permit 
which would be fair to the city and 
to the railway. The receivers are said 
to have definitely agreed to present the 
franchise to Judge Stone at once. 

There are to be nine routes in the 
operation of the proposed service, and 
after the date at which the first line 
must be in operation (33 months after 


April 6) two additional lines must be put 
in operation each month until the entire 
system of nine lines has been consum- 
mated. The receivers are said to have 
expressed their belief that some of the 
lines will have been established by July. 

Mayor Beach signed the ordinance on 
April 7. 

The main points of the franchise 
follow: 

The railway must operate nine perma- 

nent routes, specified in the franchise. 
_ The fare on all lines, excepting route No. 
5, which is to have express service, will be 
10 cents. Express route fare will be 25 
cents. 

Transfers from buses to street cars and 
from street cars to buses are to be issved 
for 3 cents additional on all cross-town or 
feeder lines. 

Buses are 
11:30 p.m. 

Headways are not to exceed fifteen min- 
utes in rush hours and not more than 
twenty minutes in non-rush hours, Sundays 
and holidays. 

Capacity of each bus is to 
load. 

License fee is to be $75 for each single- 
aece bus and $100 for each double-deck 

us. 

Smoking is to be prohibited on all buses 
except the double deckers, on which smok- 
ing will be allowed on the rear of the 
upper deck. 

The railway is to assume liability in case 
of accidents. 

Double-deck buses are to be operated on 
four routes and single-deck buses on all 
other routes. 

Sixty-three buses are considered by 
the receivers to be necessary to the 
proper operation of the various routes. 
The receivers say that although they 
have not finally decided upon the make 
of bus to be used, they have decided 
upon the general type and will make 
their final decision and order the buses 
just as soon as Judge Stone has def- 
initely approved the arrangements, The 
investment requisite for the inaugura- 
tion of the service is estimated at about 
$750,000. 

A garage with 25,000 or 30,000 sq.ft. 
will be required to house and service 
the 63 buses. The railway shops are 
said to be adequate for all rebuilding 
and heavier repairs. The old quarters 
of the defunct company which pro- 
moted the Priests of Pallas festival in 
Kansas City for many years have re- 
cently been under consideration as a 
prospective garage, but nothing definite 
has been decided. 

Senator Wilson is credited with a 
statement that there will be no curtail- 
ment of the present street car service 
after the buses are going. 

On favorable approval of the project 
from Judge Stone, bondholders and 
other creditor interests will have the 
right to enter an appeal, but in all the 
length of the present receivership there 
have been no appeals against any pre- 
vious decisions of the referee and none 
is expected in this matter. 

The general attitude of the public 
toward the projected bus service, so 
far as it is known, seems to be more 
than favorable. 


to operate from 7 a.m. to 


be a seated 
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Cleveland Bus Routes Approved 


Nine bus routes to be operated 
by the Cleveland Railway, Cleveland, 
Ohie, starting about the middle of 
June, have been approved by the Cleve- 
land City Council. Seven of the 
routes will be used as feeder lines to 
the street car system, while two more 
will be main lines of the Cleveland 
Railway. In approving the operation 
of buses by the Cleveland Railway over 
these routes, the Cleveland City Council 
ignored an application by the Metro- 
politan Motor Coach Company for per- 
mission to operate buses at a 5-cent 
fare. The Cleveland Railway is to 
charge 10 cents on its buses. The 
Metropolitan Company now has applied 
to the State Public Utilities Commis- 
sion for a certificate of convenience 
and necessity for the operation of buses 
in Cleveland, but inasmuch as a law 
just passed by the State Legislature 
and signed by the Governor gives cities 
the control over buses operating within 
municipalities, it is unlikely that action 
will be taken. 


New York State Employees File 
Demands—Company Counters 


Demands for wage increases have 
been filed by employees of the city lines 
of the New York State Railways in 
Utica, Syracuse and Rochester, as well 
as by workers on five interurban lines, 
the Rochester & Syracuse, Empire 
State, Syracuse Northern and Auburn 
& Syracuse, who demand 70 cents an 
hour, and the Syracuse & Eastern, who 
ask a raise from 50 to 57 cents. 

The railway asks its employees to 
accept a cut from 55 to 50 cents an 
hour for city line workers, with 5 cents 
an hour additional for one-man car 
operators. One of the proposed changes 
is a slash in overtime payment from 
22 to 10 cents above the regular rate. 

It has been understood that the trac- 
tion company will ask for a clause in 
the contract which will permit separate 
negotiations with the unions in the 
three cities. At present agreements 
must be made by joint vote. A confer- 
ence on the new pact is set for about 
April 15. In case settlement is not 
reached by May 1, the terms of any 
agreement that may be reached are 
retroactive to that date. 

Among other measures the trolley 
men ask one day of rest in seven, an 
insurance fund providing $1,000 pay- 
ment on death or total disability of 
workers and hospital cases, doctors’ 
fees and full wages for those tempo- 
rarily disabled for more than seven 
days. They also request that all men on 
buses operated by the company or its 
subsidiaries be union members. Time 
and a half for overtime, instead of the 
present 20 cents an hour extra, and a 
guarantee of six hours a day for all 
extra men in place of 42 hours per 
week are among the demands. 


Tornado Damage Repaired 
Promptly 


Tornado damage done to the prop- 
erty of the Southern Indiana Gas & 
Electric Company, as reported in the 
ELEcTRic RAILWAY JOURNAL of March 
28, page 517, was substantially correct 
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as to the estimate of its amount, but the 
report, based on an early survey, was 
misleading as to the estimate of the 
length of time the traction service 
might have to be suspended. This was 
put as a probable period of several 
weeks. Transportation service was 
maintained continuously from _ the 
morning of March 19, the day after the 
storm, by means of buses run through 
the damaged area. Normal electric 
train service was restored on March 
22, the fourth day after the storm. 
As for the power and light service, it 
was restored the day after the storm. 


Suggest Experts for Tacoma and 
Board of Five to Make Test 


Statement of what the officials of the 
Tacoma Railway & Power Company, 
Tacoma, Wash., believe should be the 
basis of a plan for final settlement of 
the transportation problem of Tacoma 
and two suggestions for a test of 
operation under some plan that would 
involve joint city-company representa- 
tion were contained in a document pre- 
sented recently to the City Council by 
the company. 

After reviewing the difficulties and 
declaring that the railway is vital to 
city transportation, the statement con- 
cludes that, to give the best transporta- 
tion at the lowest cost, jitneys must be 
abolished, also gross earnings tax and 
free rides for city employees; that pav- 
ing requirements must be modified, the 
company be allowed to extend service 
by car or bus, and fares be so adjusted 
as to give good service at a reasonable 
rate of fare. 

The documents suggested that ex- 
perts mutually agreed upon be em- 
ployed by the city to investigate facts 
and recommend a plan for a try-out. 
Both company and city will be bound to 
test the plan. An alternative would be 
to create a board with control of both 
the traction lines and the municipal car 
line, the Tacoma Railway & Power 
Company to operate the system and re- 
ceive at the end of a test year a return 
equivalent to the average net earnings 
for the last five years. Both company 
and Council would be bound to accept a 
final plan that the board would report 
back after its experiment. 


No Agreement in Hudson 


Efforts at a compromise having 
failed between the city of Hudson, 
N. Y., and the Eastern New York Util- 
ities Corporation over car service in 
Hudson, additional evidence was heard 
by the Public Service Commission, on 
April 1, on the company’s application 
for consent to abandon its local tracks. 

A new statement of income and ex- 
penses was submitted by the company 
today purporting to show the deficits 
sustained by the company each year 
since 1917. The figures of deficits by 
years show: 1917, $9,095; 1918, $7,518; 
1919, $6,610; 1920, $6,841; 1921, $9,895; 
1922, $8,968 and 1924, $8,835. It was 
claimed that these figures were exclu- 
sive of any return on the capital in- 
vested in the line. The company also 
submitted statements showing the num- 
ber of passengers carried by months for 
each year since 1916. 
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Summary of Recent Bus News 


With the Public Service Commission 
about to grant to the Albany Transit 
Company, operating a fleet of buses, in 
Albany, N. Y., a raise in fare from 8 to 
10 cents, and the United Traction Com- 
pany, operating in Albany, Rensselaer, — 
Watervliet, Troy, Cohoes and Water- 
ford requesting a raise in fare from 
7 to 10 cents, Mayor Hackett of Albany 
comes out with a statement that a New 
York City bus company has offered to 
come into Albany and give service ata 
5-cent fare. On the other hand the ~ 
Common Council of Albany has just 
given the United Traction Company 
permission to operate buses on its 
Western Avenue line, where there has — 
been a controversy for several years 
regarding paving and double tracking. ~ 
The Albany Transit Company is the 
successor to the W. I. A. T. Corporation, 
Ine., one of the pioneer bus lines up 
state. Mayor Hackett has twice car- 
ried Albany by overwhelming plurali- 
ties. As political wiseacres see it, if he 
is successful in his fight for a 5-cent 
fare, not only will he become prospec- 
tive gubernatorial timber but his in- 
fluence will be reflected in other up- 
state cities on the traction issues. 
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Just before adjournment the New 
York State Senate killed the Fearon 
bill, permitting electric railways to 
establish bus lines without incorporat- 
ing as separate companies. The fight 
against it was led by Buffalo Senators 
who were supported by most of the 
Democrats. Senator Hickey of Buffalo 
called it a grab bill, declaring it would 
give the electric railways a monopoly 
on all local transit lines. Senator 
Fearon explained the cities were ade- 
quately protected, and the proposed bus 
lines could not operate without the con-~ 
sent of local authorities. 


The St. Louis Bus Company, subsidi- 
ary of the United Railway, St. Louis, 
Mo., opened its third bus line on April 
5. This route is known as the Mor- — 
ganford Road-Kingshighway Boulevard — 
line. A report of the company’s opera- 
tions filed with the City Comptroller 
recently showed a total revenue of 
$4,466 for a period of a little less than 
three months from Nov. 9, 1924, to Jan. 
31, 1925. The city was paid a 3 per 
cent gross receipt tax totaling $134 for 
this period. Since January the two ex- — 
isting bus lines of the company experi- — 
enced a decided increase in business. 


Public Service Commissioners re- 
cently heard the application of the 
Philadelphia Rural Transit Company, 
a subsidiary of the Philadelphia Rapid 
Transit Company, Philadelphia, Pa., for 
a certificate of convenience to operate 
buses between Fox Chase and Richboro, — 
Bucks County, a distance of 12 miles. 
A bus line is now operated between the 
points named by Charles Springer and 
an application is pending for the trans- 
fer of Springer’s certificate to the 
Richboro-Fox Chase Bus Company 
Nelson T. Brown, vice-president of the 
Philadelphia Rural Transit ving 

several of whi 


said that his company was having 


buses constructed, 


could be placed in service at once. 


April 11, 1925 
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Arbiters Disapprove Wage Petition. 
—A board of arbitration, of which John 
Hays Hammond is chairman, announced 
on April 3 its disapproval of a petition 
made by the trainmen of the Capital 
Traction Company, Washington, D. C., 
for an increase in pay. The board 
recommended a continuance until 
March, 1926, of this agreement. The 
men asked for a straight rate of 70 
cents an hour as a substitute for the 
existing agreement, under which they 
are paid 52 cents an hour for the first 
three months of employment, 56 cents 
an hour for the next nine months and 
58 cents an hour thereafter. The com- 
pany made a counter-proposal that the 
seale be reduced to the one in effect in 
March, 1923. This ranged from 50 
cents an hour for the first year to 56 
cents an hour after three years’ service. 
The board suggested that representa- 
tives of employer and employees meet 
to consider working hours and to inter- 
pret the wage scale. ~ 


Wants Seven-Cent Fares. — The 
Elmira Water, Light & Railroad Com- 
pany, Elmira, N. Y., recently filed with 
the Public Service Commission an 
application for permission to put into 
effect by May 1 a 7-cent fare. The com- 
pany is now charging a 6-cent fare. 


_ Some weeks ago it asked the commis- 


sion to determine a reasonable fare. 
This application is now pending. Ap- 
plication for a 7-cent fare is made now 
in order that an increase in wages may 
be made to some of the employees, the 
petition says. It is proposed to in- 
crease the wages of trainmen about 5 
cents an hour and grant increases to 
some other employees of the railway 
department. At present the trainmen 
receive 40 cents an hour as the maxi- 
mum. 

Fares Reduced by Detroit United— 
The Detroit United Railway, Detroit, 
Mich., on April 6 announced a cut in 
fares of 25 cents between Mount 
Clemens and its Detroit terminal at 
Connors Creek to all purchasers of 
twelve trip tickets. A single fare was 
previously 45 cents, including 10 cents 
bus fare into the city. 


Commutation Books Sold.—The Bam- 
berger Electric Railroad, Salt Lake City. 
Utah, is issuing commutation books for 
the use of passengers, which will be 
transferable, making them good for in- 
dividual use regardless of purchaser. 
This policy, effective April 1, is adopted 
at the request of some of the company’s 
patrons and will be in effect for a 
trial period of 90 days, at the end of 
which time decision will be made as to 
its continuance. 


Transfer Privileges Curtailed. — An- 
nouncement was made recently, by the 
Pittsburgh Railways, Pittsburgh, Pa., 
that the privileges of the extended area 
of the 10-cent special transfer would be 
withdrawn following the end of the 
trial period. While officials felt that 
the 10-cent transfer met a long felt 
need in the city of Pittsburgh, it is said 
the revenues of the company at this 


_ time are insufficient to permit the per- 
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manent adoption of this system, with- 
out further investigation as to its effect 
upon the daily receipts. 

Fare Changes in Effect.—The Public 
Service Railway, Newark, N. J., has 
filed with the Board of Public Utility 
Commissioners of New Jersey a new 
tarifi, which through a change in zones 
extends the 5-cent fare on the Broad- 
way line in Camden, N. J. Under the 
new fare plan there will be a 10-cent 
fare between Westville and Camden in- 
stead of an 18-cent rate, a 15-cent fare 
between National Park and Camden 
instead of an 18-cent fare and a 15-cent 
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| Foreign News | 


Metropolitan Railway Revenue 
Increases 


A dividend of 3 per cent for the 
second half of 1924 has been declared 
by the Metropolitan Railway, London, 
England, making 5 per cent dividend 
for the year. For 1923 only 4 per cent 
was paid. The general reserve has 
been credited with £25,000, against 
£15,000 in the previous year and £51,- 
000 carried forward, as against £35,250 
last year. 

The developments of this company 
are refiected in the gradual increase of 
dividend payments, which seven years 
ago were only 1 per cent. The British 
Empire Exhibition at Wembley last 
year added much to the receipts. The 
Metropolitan Railway is independent of 
the Underground Railways group. 


West Ham, England, Celebrates 
Birthday 


A celebration costing about £600 was 
staged recently by the West Ham Tram- 
ways in honor of its 2lst birthday. A 
brilliantly illuminated white car was 
paraded through the streets, displaying 
the information that 66,000,000 miles 
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fare between Blackwood and Woodbury 
instead of a 16-cent rate. 

Wage Agreement Renewed.— The 
Morris County Traction Company, 
Dover, N. J., has renewed the wage 
agreement with its men. The contract 
expired on March 31. Under it train- 
men received 50 cents an hour for the 
first three months, 53 cents the next 
nine months and 55 cents after the 
first year. The men sought an advance 
of 15 cents an hour. After the facts 
had all been laid before them the men 
agreed to an extension of the terms for 
a year without any change in pay. 


} 
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have been operated and 842,000,000 pas- 
sengers carried since the imauguration 
of tramway service. As shown in the 
accompanying illustration, the car also 
bore the slogan, “Support Your Cars,” 
and the dates 1904 and 1925, outlined 
in vari-colored electric lights. 


Croydon Tramway Losses.—A loss of 
£54,000 was shown in the annual report 
of the Croydon Tramways, largely due 
to competition of motor buses and loss 
of traffic caused by track reconstruc- 
tion. Early in 1925 cheap mid-day 
fares were introduced, but, according 
to the chairman of the tramway com- 
mittee, this has been a failure. Ar- 
rangements are being made with the 
London County Council for through 
service from London to Brighton in 
competition with express bus service. 


Standard Rail Section for Sleeper 
Tracks. — The British Engineering 
Standards Association is being asked 
by the Municipal Tramways Associa- 
tion and the Tramways and Light 
Railways Association to prepare a 
standard spcification section of rail for 
use on sleeper tracks. 


Car Operated in Celebrating the “Coming of Ase” of West Ham Tramways 
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Financial 


and Corporate 


Slight Loss in Net at Albany 


Review of Report of United Traction 
and Other Delaware & Hudson 
Electric Railway Properties 


Operating revenues of the United 
Traction Company, Albany, N. Y., from 
all sources during 1924 were $3,205,856, 
operating expenses $2,739,408 and taxes 
$336,840. Operating income was $129,- 
608, compared with $149,712 in 1923, a 
decrease of $20,104. Operating reve- 
nues decreased $28,293, or 1 per cent, 
as compared with the preceding year. 
Operating expenses decreased $67,312, 
or 2 per cent, and taxes increased $59,- 
123, or 21 per cent. In operating reve- 
nues a loss of $36,425 resulted from 
decreased sales of power to other com- 
panies, but this was partially offset by 
an increase of 207,178 in the number of 
passengers carried, from whom revenue 
in the amount of $10,351 was earned. 

Among the items of decreased oper- 
ating expenses were: Injuries and dam- 
ages, $38,300; paving, $54,013; trans- 
portation expenses, $13,733; power 
purchased, $15,054; removal of snow 
and ice, $36,685. But these were partly 
offset by the following increases: 
Maintenance of structures, $3,446; 
maintenance of power and line, $4,451; 
equipment retirements, $71,617, and 
track and roadway labor, $12,009. 

The company’s proportion of the cost 
of new pavement laid in 1924 was $212,- 
759, of which $31,524 was chargeable to 
operating expenses and the balance to 
cost of property used in the public 
service. Reconstruction of tracks made 
necessary by a continuation of exten- 
sive street paving programs cost the 
company $330,165, requiring charges 
to operating expenses of $114,205. 
When the municipalities of Cohoes and 
Rensselaer decided to carry out during 
1924 paving programs which would in- 
volve an expenditure of $117,000 on the 
part of the company for new tracks, 
structures and pavement, the manage- 
ment concluded that the volume of 
business did not justify such extensive 
participation and the tracks in this 
region were abandoned. Gasoline bus 
lines were substituted in Rensselaer 
and trackless trolley lines in Cohoes. 

Operating revenues of the Hudson 
Valley Railway during 1924 were $910,- 
215, operating expenses $935,025 and 
taxes $95,580. For the year there was 
a deficit of $120,390, compared with an 
income of $15,826 in 1928, a decrease of 
$136,216. Operating revenues de- 
creased $50,893, or 5 per cent, from the 
preceding year; operating expenses In- 
creased $56,748, or 6 per cent, and taxes 
increased $28,580, or 43 per cent. 
Extensive use of automobiles is the 
principal factor in the decrease in 
operating revenues. In 1924 the munic- 
ipality of Glens Falls engaged in a 
street paving program that cost the 
company $19,098, of which $2,901 had 
to be charged to operating expenses 

Operating revenues of the Platts- 
burgh Traction Company were $30,562, 
and $16,197 to capital. 


operating expenses $31,920 and taxes 
$2,310. For the year there was a 
deficit of $3,668, compared with an 
operating income of $98 in 1923, a de- 
crease of $38,766. Operating revenues 
decreased $2,682, or 8 per cent, from 
the preceding year; operating expenses 
increased $881, or 3 per cent, and taxes 
increased $203, or 10 per cent. It is 
explained that on account of continued 
and inevitable. losses in the operation 
of this property it has been decided to 
close operations and to recover what- 
ever portion of the capital represented 
may be practicable through its sale or 
salvage. 

Operating revenues of the Troy & 
New England Railway were $25,235, 
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operating expenses $21,345 and taxes 
$3,150. Operating income for the year 
was $740, compared with $7,082 in 
1923, a decrease of $6,342. Operating 
revenues decreased $4,838, or 16 per 
cent, from the preceding year. Operat- 
ing expenses increased $355, or 2 per 


cent. Taxes increased $1,149, or 57 
per cent. It is explained that the man- 
agement, convinced that profitable 


operation of the property is impracti- 
cable, has decided to discontinue the 
service and to “recover whatever is 
practicable out of capital by salvage.” 
This is a 10-mile road between Troy and 
Averill Park. 

The facts just reviewed are all con- 
tained in the annual report of the Dela- 
ware & Hudson Company for the year 
ended Dec. 31, 1924, advance copy of 
which was released for publication on 
April 1. No separate statements of 
earnings of the electric railways con- 
trolled by the company were contained 
in the report. 


$940,000 Improvement by Public 


Service Railway 


Earnings for 1924, Although Recording Deficit, Show Remarkable Change 
for Better—More Five-Cent Fares—About 15 per Cent of All 
Passengers Handled on Buses—Outlook Good 


ARNINGS of the Public Service 
Corporation of New Jersey, New- 
ark, N. J., for the year ended Dec. 31, 
1924, were the largest in the history of 
the company. Gross earnings were 
$87,689,453 and the net increase in 
surplus was $5,583,072 before the pay- 
ment. of common stock dividends but 
after $2,430,046 had been paid on the 
preferred. The total amount of the 
common stock dividends was $2,959,329. 
Quarterly dividends at the rate of $1 a 
share were paid on the common stock 
for the first three quarters and at the 
rate of $1.25 a share for the last 
quarter. 
In many respects the year 1924 was 


the most important in the history of 
the corporation. One of the big things 
achieved was the revamping of the cor- 
poration’s financial structure under the 
advice of Drexel & Company, Phila- 
delphia, and Bonbright & Company, 
Inc., New York, the corporation’s bank- 
ers, so that several avenues of financ- 
ing are provided with which to meet 
the corporation’s constantly increasing 
requirements for new capital: 

A decided improvement is reported 
in the status of the Public Service 
Railway. The company explains that 
as a result of a close study of operat- 
ing conditions it was possible to effect 
economies which, while maintaining 


INCOME ACCOUNT OF THE PUBLIC SERVICE RAILWAY FOR THE TWELVE MONTHS 
ENDED DEC. 31, 1924 


Public Service 


Public Public Transportation Other 
Service Service and Subsidiary Affiliated 
: Railway Railroad Companies Companies Total 
Operating revenues................ $22,473,842 $304,602 $4,133,120 $1,345,612 $28,257,177 
Operating expenses...............4 11,358,905 98,078 2,759,656 607,375 14,824,017 
Maintenance... . Ets 3,405,155 66,703 1,439,842 57,752 41969.453 
DARES Memoria: 2,181,752 50,704 237,567 129,846 2,599,870 
Amortization charges. . 801/886 eye: 510,126 107,500 1,419,515 
Operating revenue deductions....... 17,747,702 215,486 4,947,193 902,474 23,812,855 
Operating income.................. 4,726 
Neg creatine tanansetecolisines ct 139 89,116 814,072 443,138 4,444,321 
dividends of affiliated companies).. 140,153 793 2,832 17,252 161,031 
Gross inoomes? <5) tyke. cedar 4,86 
Tepe deluctons mona imi 6,293 89,910 811,240t 460,390 4,605,353 
rentals and miscellaneous interest ‘ 
CHATZES) Maher s ks evsrlel aston ees 5,126,586 119,616 28,352 65,635 5,340,191 
Net income or loss.............0.05 260,29 
Profit and loss accounts (excluding gee arp aee paid aoe 7p 
Civadends) emcee cle eminence A240] 4025s | cya eee 41* 140 2,401,684* 
Surplus (before dividends).......... Ql 
Intercompany dividends............ pad eeee Pe iehuns . pe ah sehen pepe 
2,426, ~~ 839,550¢ 109,990 —*1,666,846 
Dividend paid unaffiliated interests outa be Bets eat pepe ae 
Cree bors). cera tatiiattiorwa'a:t.<.chs diy) Tale, eye SR I ey I Oc 176 176 
Net increase or decrease in surplus... $2,426,113 $29,706f  $839,550t $109,814 $1,666,670 


—Deficit. *—Credit. 


Public Service Corporation of New Jersey. 


*+—Includes credit of $2,358,728.96 from sale of Public Service Terminal to: 


+ 
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ELECTRIC 


OPERATING REVENUE OF SUBSIDIARY COMPANIES OF PUBLIC SERVICE CORPORATION 
OF NEW JERSEY FOR TWELVE YEARS 


A Electric Gas_ Transportation 

Year Properties Properties Properties — Total 

*1913 $8,500,122 $9,960,937 $16,131,414 $34,592,473 
1914 9,293,661 10,320,536 16,310,255 35,924,453 

#1915 10,425,851 10,475,933 16,569,443 37,471,228 
1916 12,814,59 11,558,413 18,175,764 42,548,775 
1917 15,168,255 12,729,060 19,394,025 47,291,342 
1918 17,587,806 14,578,269 20,831,762 52,997,838 
1919 20,054,659 14,941,745 24,140,356 59,136,762 
1920 23,563,929 20,872,062 27,882,095 72,318,087 
1921 24,390,321 23,516,318 27,404,867 75,311,507 
1922, 27,660,026 23,152,426 27,544,509 78,356,962 
1923 31,188,595 24,814,283 23,105,003 79,108,882 
1924 34,889,632 24,542,643 28,257,177 87,689,453 


* Change in classification of accounts effective Jan. 1. 


former high standards of service and 
bettering the physical condition of 
equipment, caused a reduction in oper- 
ating expenses sufficient to prevent a 
deficit in the income statement for. the 
year. Not including a credit of $2,358,- 
728 from the sale of the Public Service 
Terminal to the Public Service Corpora- 
tion, the loss on railway and affiliated 
operations for the year was $734,838, 
compared with a loss of $1,675,534 for 
1923. 

Cars to the number of 951 were com- 
pletely overhauled in the company’s 
shops; 1,202 were repainted, and 1,216 
motors were rebuilt; 19.7 miles of track 
was reconstructed with new rail; 7.8 
miles with old rail; 2.3 miles of track 
extensions were made; 72 miles of new 
trolley wire installed, and the feeder 
system was extended to four new sub- 
stations. 

The use of one-man cars equipped 
with safety and labor saving devices 
has been largely extended. Whereas 
at the first of the year only 46 per 
cent of the cars in service were one- 
man operated, at the end of the year 
the number was 86 per cent of the total. 
The company says this change has not 
interfered with the quality of service, 
but has resulted in a higher average 
wage for- operators and has substan- 
tially reduced expenses. 

To make these results possible 1,023 
ears went through the company’s shops 
to be made over for one-man operation, 
the alterations including the installa- 
tion of pneumatic door opening devices, 
the removal of bulkheads and bulkhead 
doors and the lengthening and revers- 
ing of car platforms. 

Work done in the company’s shops 
included not only the ordinary and ex- 
traordinary construction and repair 
work, but the building of 58 bodies for 
bus chassis owned by the Public Serv- 
ice Transportation Company. a record 
made possible because of the ample 
shop facilities available in both the 
northern and southern districts of the 
railway system. 


Current recording meters were in- 
stalled upon 1,133 cars, bringing the 
total of cars so equipped up to 1,700. 
Use of the meters resulted in a saving 
of current amounting to 4.85 per cent 
of the total power bill, although the 
number of passengers per car-mile 
largely increased. 

It has been the policy of the company, 
where service could be improved and 
economy effected thereby, to substitute 
bus for car service, and this has been 
done in part or in whole on thirteen 
lines in various places on the system 


STATEMENT OF MILEAGE OF THE PUBLIC 
SERVICE RAILWAY DEC. 31, 1924 


Miles 
Prag main (rAGk.. ot ahha Spkeslo sani 530.834 
Second main track and turnouts.......... 298.161 
Connections, crossovers, wyes and loops.. . 125375 
Carhouse and yard tracks............... .902 
TRGEAN Sey ot heteyacurtanntel Pera S A ae 888.272 
Total number of passenger cars available 
for operation: 
Closed Open 
1897 399 
Number of new passenger cars since 1903: 
Closed Open 
1493 327 
Track reconstructed with new rail during 
LO2SS aso ier Fa treetin< ieee ee aves ate 19.721 
Track reconstructed with same rail during ae 
Extensions built during 1924............. 2.32 


where traffic was light and capable of 
being efficiently handled by buses. This 
has in some instances permitted a sav- 
ing through relief from track and main- 
tenance charges. Track removed dur- 
ing the year totaled 7.6 miles, leaving 
the mileage of the Public Service Rail- 
way on Dec. 31 at 838,640, in addition 
to 49.632 miles owned by the Public 
Service Railroad, a total of 888.272 
miles. 

It was found possible during the year 
to discontinue the use of the Hoboken 
and Pavonia carhouses. The cars for- 
merly operated from them were as- 
signed to other houses in the vicinity 
without interference with service. At 
the same time the use of the Broadway 


~ 
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Terminal, Paterson, as an operating 
terminal was done away with and 
Paterson cars are now all operated 
from the Market Street carhouse. 

The 5-cent unit plan of fares recom- 
mended by the State Board of Public 
Utility Commissioners and adopted for 
certain of its lines by the company in 
1923 was put into effect upon other 
lines during 1924, notably the entire 
Central Division and on additional lines 
in the Essex and Passaic Divisions. 
The company says the 5-cent rate is 
substantially equivalent to the rate in 
existence at the time of its adoption, 
but that the use of the nickel unit 
makes collection easier and more 
speedy. 


Bus OPERATIONS REVIEWED 


Progress was made during the year 
in forwarding the plan for a co-ordi- 
nated system of cars and buses. Many 
vehicles have been purchased from for- 
mer operators and the company’s or- 
iginal purchase of 100 new, modern 
buses was supplemented by an order for 
a second 100 of the same general type, 
delivery of which is now being made. 
Many of the buses taken over were in 
poor condition, the facilities for the 
rehabilitation were not on hand and 
for a time it was difficult to keep a 
sufficient number of vehicles on the 
streets to maintain schedules. 

To overcome this difficulty there was 
established in the Day-Elder factory 
building at Irvington, recently pur- 
chased, a completely equipped bus re- 
pair shop with a capacity of 50 buses, 
in which it is possible to maintain and 
rehabilitate equipment in accordance 
with the high standard set. In the 
meantime an organization has been as- 
sembled which will be able to handle 
repair and overhauling work much more 
effectively and economically than was 
before possible. 

A number of large garages for the 
storage, dispatching and minor main- 
tenance of buses has since been secured. 
On the Essex Division two bays of the 
Hilton carhouse have been converted 
for bus use by the construction of con- 
crete floors over the pits and the in- 
stallation of heating and lighting sys- 
tems; a suitable building in Queen 
Street, Newark, has been leased and 
remodeled, and part of the Orange and 
Passaic Valley carhouse in Orange has 
been converted for garage purposes. 

In the Passaic Division the Lakeview 
carhouse in Paterson has been fitted 
up and makes a commodious garage 
admirably suited to its purpose. In 
the Southern Division a new bay was 
added to the Newton Avenue carhouse 


TRANSPORTATION 

Trolley Bus Total 
Year Passengers Passengers Passengers 
1913 MO4 40151050 %. 5 kee 404,411,105 
1914 407,277,914 407,277,914 
1 1915 414,422,040 414,422,040 
1916 451,698,012 451,698,012 
1917 ATE O74 DSSS aan 476,974,983 
1918 457, 220;/806)0 9m otic 451,220,806 
#1919 BPO REI D54'e Sonne see 396,689,234 
1920 M53, DES G04 i Chey. 453,534,694 
1921 43567 9:BOl cia eek 435,679,801 
1922 MNO 2ID BAe Roe ee 410,212,814 
1923 354,194,933 1,952,059 356,146,992 
1924 427,828,444 79,383,643 507,212,087 


STATISTICS OF PUBLIC SERVICE RAILWAY FOR TWELVE YEARS 


Trolley Bus Total Tr 7 

Mileage Mileage Mileage Toney 
AS’B5S-A0BS at. Set, 49,853,408 5,69 
A799: B89) os ta) 50,792,889 seesis 
BY873°660) scene 51,873,660 5,573'670 
SLOGA TORY 2 Gar: - 54,964,708 5/911°131 
SOUST403 0k 56,087,403  61021'225 
BaO301508 okt. 54,039,150 5'698'089 
BIGARO2T Any act. 57,644,927 61039'453 
COIR TAS oneal 60,798,743 61539'207 
5B309. 883.) (ey can 58,309,883 6 '212'276 
RE AIOIB2 nad. ec 56,419,982  5/983'122 
49,272,078 505,322 49.777'400 5'206'092 
53,945,515 15,669,848 69,615,363 5'662'3.49 


* Mile zone system in effect from Sept. 14 to Dee. 7. 


Passenger Passenger 
Bus- Total Receipts per Receipts per 
Hours Hours Trolley-Mile, Bus-Mile, 
Cents Cents 
696,066 30/97; 
665,119 30.72 
573,670 30.49 
911,131 lee Y 0 aes | AEN 2 
021,225 32.44 
698,089 36: 00 tr pense chet 
039,453 39.29 
539,207 43's 21 a ostenk 
212,276 44.11 ee 
983,122 45.59 maha 
266,755 42.75 22.26 
590,838 41.04 26.06 
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and alterations were made to the orig- 
inal north bay, providing ample ac- 
commodations. In addition, a number 
of smaller garages have been secured 
and are being operated. 

The company feels that with sufficient 
equipment, with the repair shop and 
garage facilities acquired, with the new 
buses in service and with the experience 
gained through operation, prospects are 
bright for a decided advance in bus 
operating results during the coming 
year. 


RATES 


During the year the litigation involv- 
ing the rate of fare lawful to be 
charged by Public Service Railway was 
ended. On May 28 Judge Rellstab of 
the United States District Court signed 
a final decree declaring that the valua- 
tions placed upon the company’s prop- 
erties by the State Board of Public 
Utility Commissioners were far below 
true values for rate-making purposes 
and that the challenged rates based 
thereon were confiscatory and illegal. 

On Nov. 12 the United States Su- 
preme Court, pursuant to a stipulation 
signed by both plaintiff and defendant, 
dismissed the appeal taken by the board 
from the decision of the special tribunal 
which, in October, 1921, granted a 
preliminary injunction restraining the 
board from carrying out its order fixing 
rates of fares. 

The 5-cent unit schedule of fares 
which was put in effect on Oct. 1, 1923, 
at the suggestion of the utility board, 
for a period of four months has been 
continued and extended by the company 
and it is the intention to still further 
apply it as conditions warrant. 

During the year the Public Service 
Railway retired $408,000 of equipment 
trust certificates of series “D,”’ “E” and 
“F” in accordance with the equipment 


trust agreements. The $1,291,000 
North Hudson County Railway 5 per 
cent improvement mortgage bonds 


maturing May 1, 1924, were extended 
for two years at 6 per cent. 


$899,617 Balance for Year for 
Illinois Power & Light 


Clement Studebaker, Jr., president 
of the Illinois Power & Light Corpora- 
tion, Chicago, IIl., explains in present- 
ing the annual report for the year 
ended Dec. 31, 1924, that the financial 
position of the company has_ been 
steadily growing stronger since its 
organization, a large increase in work- 
ing capital represented by net current 
assets having been attained during the 
year. Capital expenditures were made 
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DISTRIBUTION OF NET EARNINGS OF 
ILLINOIS POWER & LIGHT CORPORATION 


IN 1924 
Total Net Carmnes.2. ni... ec > sec $9,607,966 
Less fixed charges: 
Interest charges, etc....... $4,975,922 
Bond discount amortized. . 207,024 5,182,946 
Surplus available for div ends and de- 
PICCIALIONS Setar s cals Ges aborsine we arsis $4,425,019 
Dividend on preferred stocks, 
Illinois Power & Light Corporation and 
subsidiary companies..........-.-. 1,633,721 
$2,791,297 
Appropriated for depreciation, 
retirements, replacements, etc......... 1,891,680 
Balance. . $1038.957 $899,617 
Surplus, Jan. |, 1924... ne ’ , 
‘Add adjtetnions : 17,563 1,052,521 
$1,952,139 
Dividends paid on common stock, 1924. . 700,000 
Surplus per balance sheet.............-. $1,252,139 


during the year in the amount of 
$11,284,363. Other than funds derived 
from earnings and the sale of pre- 
ferred stock, those required for capi- 
tal investment and refunding of ma- 
turing underlying bond issues were 
secured from the sale of first and re- 
funding mortgage bonds on favorable 
terms. A reduction in the interest 
charge on bond financing occurred dur- 
ing the year when a block of $5,000,000 
of bonds was sold in December bear- 
ing 53 per cent, whereas the bonds sold 
early in the year were at the rate of 
6 per cent. The market quotations of 
all of the company’s securities have 
also steadily advanced as their strength 
from an investment standpoint has be- 
come better known. 

While the first year, 1923, was one 
of consolidation and financing, the year 
1924 was primarily one of organiza- 
tion and development of general policies 
looking to the strengthening and har- 
monizing of the various companies as 
an operating entity. The gross income 
was $29,184,288. Net earnings before 
the deduction of interest, dividends 
and allowances for depreciation were 
$9,607,966 and after all these allow- 
ances the balance carried forward was 
$899,617. 

During 1924 the company acquired by 
purchase and incorporated into the sys- 
tem utility properties which are ren- 
dering to their communities different 
kinds of service such as electricity, 


gas, ice and in a few instances bus 
transportation. 
Mr. Studebaker says the coming 


year gives promise of being one of con- 
tinued advance in the various branches 
of the business. The large capital in- 
vestments that were needed by the 
properties at the time they were con- 
solidated into the present companies, 
some of which have been made or are 
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under way, promise to produce adequate 
earnings on the capital invested and 
the directors feel that their best efforts 
should be put forth to insure the growth 
of the plants and facilities in propor- 
tion to the increasing demands of the 
communities served. 


Plattsburgh Property Sold 


At a meeting of the Mayor’s com- 
mittee at Plattsburgh, N. Y., with H. B. 
Weatherwax, vice-president of the 
Plattsburgh Traction Company, John F. 
O’Brien, chairman of the board of the 
Plattsburgh National Bank & Trust. 
Company and part owner of the Dock 
& Coal Company, offered to purchase 
the property of the Plattsburgh Trac- 
tion Company for $10,000, subject to the 
existing liens. Operation will be con- 
tinued by the present owners, the Dela- 
ware & Hudson Company, until May 1. 
At that time Mr. O’Brien will assume 
control. Mr. O’Brien said that he was. 
taking over the Plattsburgh Traction 
Company as a civic duty, and that he 
had no intention of scrapping the lines 
as long as they pay operating expenses. 

The situation confronting the Platts- 
burgh Traction Company is referred to 
in the review of the earnings of the 
Delaware & Hudson Company’s electric 
railway properties elsewhere in this is- 
sue of the ELECTRIC RAILWAY JOURNAL. 


Verdict Favors Dissenting 
Manhattan Stockholders 


The Appellate Division of the Su- 
preme Court of New York decided on 
April 3 against the Interborough Rapid 
Transit Company, New York, in two 
cases on the subject of whether or not 
that corporation must pay 7 per cent 
dividends to the few holders of Manhat- 
tan Elevated Railway stock who had 
never assented to the “readjustment 
plan of May 1, 1922,” whereby owners 
of about 95 per cent of that stock 
agreed voluntarily to accept dividends, 
beginning at 3 per cent, in 1922 and 
gradually working higher until now it. 
is 5 per cent. 


Phoenix System May Be 
Abandoned 


The Phoenix Railway, Phoenix, Ariz., 
contemplates giving up its franchise 
and junking its system. No reason has 
been given for the move except that 
the railway company has been losing 
money in the operation of its lines. The 
city some time ago charged the com- 
pany with failure to live up to its fran- 


= chise obligations. The case of the city 
to revoke the franchise is in the Su- 


COMPARATIVE STATEMENT OF EARNINGS OF THE ILLINOIS POWER & LIGHT 


CORPORATION perior Court. 
1920 1921 1922 1923 1924 In the meantime the Phoenix Motor 
Crore eae Hentend power. $7,891,608 $9,209,945 $10,442,751 $12,400,996 $13,871,4 Conch, Ine. and, the Cy) Lena 
,891, 209, ' 400, ,871,432 j ; 
Gas 1'302'671 11623,824  2°195'048  2'722'533  2'973'3g4 Pany are seeking permits to operate 
arin Linesct Sens aR AOE 7,175,660 7,161,772 6,939,041 6,676,610 6,032,489 buses on the city streets. The applica- 
LEY LINER Saat yad «eas Clee GRE ee ' ; i r ; K F 1391 4,849,246 ] i j 
Héatarey see ch ee ok eee 557,246 527,454 574,258 20,363 éss'jay tion of the City Transit Company has 
ivatooe 71'926 77.872 90,415 100,190 101125 been on file for some time. It calls 
Miscellaneous. . 381,140 302,215 315,583 231,769 170,266 for the operation of four trunk line 
Other income’... 173), So. ced ans Sale Fo ti kati | ue Sea Oe Ie Any 500, 585 * . 
bus routes covering practically the 
Total Se earnings..... hehe 4 $22,094,370 $23,499,883 $25,064,611 $27,930,854 $29,184,288 same routes traversed by the railway 
perating arene maintenance an wi j 
taxes. . nie Saas ANSI a8 16,352,776 17,066,428 17,746,168 18,811,807 19,576,322 With feeders to other sections of the 
——_—. ———_—._ city. The City Transit plans to run 14 
‘Total netiearnings.!...,0.8 o.9ek ote $5,741,594 $6,433,454 $7,318,442 $9,119,047 $9,607,966 standard type 29-passenger buses with 


is the — 


in reserve. It t 


three coaches 
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intention of the City Transit Company, 
should it be given the permit, to re- 
quest the City Commission to place on 
the ballot to be voted on by the people 
in May, 1926, an ordinance for an ex- 
elusive franchise to operate buses in 
the city for a period of years, subject 
to certain terms and conditions to be 
worked out at a later date. 

Phoenix is a city of 30,000. The rail- 
way has been operating 32 miles of line. 


Earnings Decline 


Columbus Railway Reports $200,000 
Decrease in Net—Decline in Traffic 
—$5,000,000 on Rehabilitation 


The net balance in the treasury of 
the Columbus Railway, Power & Light 
Company, Columbus, Ohio, at the end 
of the year 1924 was $566,602. In 1923 
the net balance was $768,966, or a de- 
crease for 1924 of $202,364. The gross 
income also fell off $43,418. These facts 
were revealed in the annual report of 
Norman McD. Crawford, the treasurer, 
to the stockholders. The operating ex- 
penses in 1924 were slightly higher 
than in 1923. Evidences of the com- 
pany’s carrying out a thorough re- 
habilitation program during the year 
1924 are noted in the fact that total 
expenses charged to capital account 
amounted to $5,545,638. The principal 
items included affecting railway opera- 


INCOME ACCOUNT OF THE COLUMBUS 
RAILWAY, POWER & LIGHT COMPANY 


1924 1923 
Railway ppeeing revenues.. $3,494,760 $3,702,221 
Power, light and heat operat- 
ing revenues........... 4,867,815 4,749,233 
Non-operating revenues..... 26,615 11,268 
Total gross revenues...... $8,389,191 $8,462,724 
Operating expenses......... $4,956,324 $4,955,526 
BROCE Sout ees otint.c< 808, 839,461 
Gross income............ $2,624,322 $2,667,735 
Deductions from gross income: 
Interest on funded debt..... $868,929 $806,733 
Interest on unfunded debt... 53,266 13,354 
Other deductions........... 64,942 62,042 
Total deductions......... $987,139 $882,130 
Net income available for sink- 
ing fund dividends and 
other financial require- 
ROACHES Pie iite-ci oo ibraa hs tel $1,637,182 $1,785,604 
_ Deductions from net income: 
SULTS eG BAe eee $287,439 $233,650 
Dividends— 
Series A preferred stock... . 121,636 121,636 
Series B preferred stock... . 301,123 300,998 
Common stock........... 360,381 360,354 
Balance (credit tofprofit and 
loss account)........... $566,602 $768,966 


PROFIT AND LOSS ACCOUNT OF THE 
COLUMBUS RAILWAY, POWER 
LIGHT COMPANY 


1924 1923 
Balance at beginning of year $1,847,327 $1,467,196 
Credits 


Balance from each year’s 


operations........ Ee SOS 566,602 768,966 
Delayed income credits. . . 3,762 16,589 
Miscellaneous credits... .. 786,690 2,009 

! Total credits........... $3,204,383 $2,254,762 
Debits: 
Dividends (paid in stock): 

Series A preferred stock. $........ SS oeasik aee 
Berien b-proterred stock... \\5 550 cc. oes cree: 
Delayed income debits... . 27,584 28,480 
Miscellaneous debits... .. . 123,072 378,954 

Motel debits. : 4 <.c'.0i $150,656 $407,434 


Balance at end of year.. $3,053,726 $1,847,327 


TRAFFIC STATISTICS OF THE COLUMBUS 
RAILWAY, POWER & LIGHT COMPANY 


1924 1923 
Revenue passengers......... 66,548,546 70,177,236 
Transfer passengers........- 16,722,852 17,342,632 


Total passengers......... 83,271,398 87,519,868 


Per cent of transfers to total 


passengers.......-...+- 20.08 19.82 
Revenue per revenue passen- 

er IN Gents. oc is ei w 5.09 5.08 
Revenue per passenger in- 

cluding transfers, in cents 4.08 4.08 

Car mileage. .......32..... 9,515,369 9,377,377 


tion were $510,536 for track and road- 
way expenses, $2,842,834 for power 
stations and substations and $434,743 
for a general office building. With the 
depreciation reckoned at $653,902 the 
total chargeable to property account 
was $4,891,736. 

An accompanying table shows the 
traffic statistics for the years 1924 and 
1923. The year 1924 has been the 
poorest month in the matter of total 
passengers carried compared with the 
preceding years. In 1920, 91,760,315 
passengers were carried; in 1921, 85,- 
446,483, in 1922, 85,588,813, in 1923, 
87,519,868, and in 1924, 88,271,398. 
These figures refer to total passengers. 
Yet the number of transfer passengers 
was higher in 1924 than it was in 1920 
and in 1921 but below the record in 
1922 and 1923. 

The revenue per revenue passenger 
in cents in 1924 was 5.09 higher than 
any of the four preceding years. Car 
mileage also was higher in 1924. In 
1920 the car mileage was 8,747,000; 
in 1921, 8,516,300; in 1922, 9,021,024; in 
1923, 9,377,377, and in 1924, 9,515,369. 


Negotiations Rather than 
Arbitration at Winnipeg 


It is understood that the city of 
Winnipeg, Man., through its special 
rail committee, will enter direct nego- 
tiation rather than arbitration for 
taking over the street railway in 1927. 
According to the Canadian Financial 
Post the members of the committee 
will first ascertain what properties the 
company would turn over with its trac- 
tion system and the price it would be 
prepared to take before discussing in 
detail the question of purchasing. In 
the meantime all data pertaining to the 
valuation of the system and separation 
of properties will be compiled and sub- 
mitted to the Aldermen for close study. 

These data will include copies of by- 
law 548, which contains the whole con- 
tract for operation of the rail system 
in Winnipeg, judgment of the Privy 
Council on the portion of the Pinawa 
power plant rightly chargeable to the 
transportation system, valuation of the 
physical properties made by the Public 
Utilities Commission and a copy of 
the draft agreement drawn up two 
years ago. 


Deficit of $210,849.—For the year 
ended Dec. 31, 1924, the Sacramento 
Northern Railroad, Sacramento, Cal., 
reports railway operating revenues of 
$1,403,281 with operating expenses $1,- 
302,441. The net revenue was $100,840 
and the operating income $14,852. The 
gross income was $46,389. After the 
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deductions from gross income the in- 
come deficit transferred to profit and 
loss was $210,849. 


Tax Lien of $720,683 Against D. 
U. R.—A tax lien for $720,683, has been 
placed on the properties of the Detroit 
United Railway, Detroit, Mich., by one 
of the United States collectors of in- 
ternal revenue. It represents additional 
income taxes which the United States 
government claims is due for the years 
1917, 1918 and 1923. The Security 
Trust Company, one of the receivers, 
says that the claim is being contested 
by its attorneys, and that tax officials 
are in Washington in conference with 
the revenue officials on this matter. 


Deficit in February.—After showing a 
profit for two successive months, the 
first recorded since the service-at-cost- 
franchise became effective, the earn- 
ings of the Youngstown Municipal Rail- 
way, Youngstown, Ohio, for February 
showed a deficit of $7,477. The num- 
ber of passengers carried in February 
was 2,783,069, compared with 3,089,708 
in January and approximately 2,900,000 
for December. The deficit in the stabil- 
izing fund on March 1 was reported to 
be $1,242,422. 


Earnings of Spokane Lines Off.— 
No separate statement of earnings of 
its railway lines is contained in the re- 
port of the Washington Water Power 
Company, Spokane, Wash., for the year 
ended Dee. 31, 1924. Gross revenues 
were $5,299,926 and the surplus for the 
year $1,666,741. After the payment of 
dividends the surplus was $41,181. D. 
L. Huntington, president, in referring 
to the Spokane United Railways, in 
which the Washington Water Power 
Company has a substantial interest, 
said that it had an unsatisfactory year 
of operation. He said that the decrease 
in revenue mentioned in the report of 
the previous year due to the increased 
use of automobiles continued through 
1924, with the result that the revenues 
of that property decreased $103,265, off- 
set only in part by operating economies. 


Consultants for Detroit United.— 
A. L. Drum & Company, Chicago, IIl., 
have been retained as consultants by 
the receivers for the Detroit United 
Railway, Detroit, Mich. to advise on 
the reorganization of the property and 
on steps for building the business up 
to a profitable basis. 


Cumulative Vote Used to Elect Day- 
ton City Directors—Thomas A. Ferned- 
ing, former secretary of the City Rail- 
way, Dayton, Ohio, by combining his 
strength with that of Henry Mead, had 
both himself and Mr. Mead elected as 
directors of the company at the recent 
annual meeting by using the cumulative 
vote. At the meeting Harrie P. Clegg. 
J. Sprigg MeMahon and G. H. Gorman 
failed of election. Valentine Winters, 
president of the company, continues as 
a director and as president of the com- 
pany. 

Measure Aims at Revaluation—A 
measure looking toward a revaluation 
of the Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., was introduced 
in the Senate on April 4 by Senator 
Horace Schantz of Lehigh. It appro- 
priated $100,000 to finance such investi- 
gations. Such a fund would provide 
the Public Service Commission with the 
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means of complying with the recom- 
mendations of Dr. Milo R. Maltbie for 
a definite valuation. Under the meas- 
ure the commission is given authority 
to expend the appropriation in any 
manner necessary to investigate and 
appraise utilities when such informa- 
tion is required on which to fix rates. 


Preferred Dividends on Regular 
Basis.—The directors of the Louisville 
Railway, Louisville, Ky., recently voted 
a dividend of 2% per cent on the pre- 
ferred stock. The dividend is payable 
on April 10 to stockholders of record 
on March 26. The last of the deferred 
dividends on the preferred stock was 
cleaned up last December. The action 
of the company in getting preferred 
dividends back on a regular basis has 
resulted in a material advance in the 
quotation on the common stock. 


Merger Plan Perfected. — Confirma- 
tion of the purchase of five Pennsyl- 
vania and New Jersey public utility 
companies by A. E. Fitkin & Company, 
New York, has been announced. The 
companies involved are the Scranton 
Railway, Altoona & Logan Valley Elec- 
tric Railway, Carbondale Gas. of 
Pennsylvania, Monmouth Lighting and 
the Shore Lighting of New Jersey. The 
proposal to take these properties over 
was reviewed at length in the ELECTRIC 
RAILWAY JOURNAL for March 14, page 
A428. 


Par Offered for Municipal Service 
Holdings.—The Keystone Public Serv- 
ice Corporation, into which the Fitkin 
interests of New York have merged 
their recently acquired Pennsylvania 
properties, probably will take over the 
traction, power and light systems of 
the Municipal Service Corporation in 
that state. The Georgia and Virginia 
systems probably will be taken over by 
a new corporation to be organized in 
the near future. It is understood that 
holders of the common stock of the 
Municipal Service Company will receive 
more than $100 a share for their stock. 
The agreement of the purchase provides 
for the delivery of 75 per cent of the 
60,000 shares outstanding to A. E. Fit- 
kin & Company, who agreed to take 
100 per cent. Reference to this pro- 
posed purchase was made in the ELEc- 
TRIC RATLWAY JOURNAL for April 4, page 
563. The railway properties involved 
in the deal are the Citizens’ Traction 
Company, Oil City and Franklin, Pa.; 
the York Railways, York, Pa., and the 
Youngstown & Suburban Railway, 
Youngstown, Ohio. 


$20,000,000 Paid for Scranton and 
Other Properties—Van Horn Ely, 
president of the American Electric 
Power Company, Philadelphia, Pa., is 
quoted as authority for the statement 
that the price of the properties recently 
sold to A. E. Fitkin & Company, New 
York, was about $20,000 000. The com- 
pany is calling for payment four bond 
issues totaling $4,850.000 on July 1 and 
Sept. 1. Among the properties to 
change hands were the Scranton Rail- 
way, Dunmore-Moosic Lake Railroad, 
Scranton Bus Company, Altoona & 
Logan Valley Electric Railway, Lake- 
Mont Park Company and Logan Valley 
Bus Company. The negotiations which 
resulted in this sale were reviewed in 
the ELEcTRIC RAILWAY JOURNAL for 
March 14, page 428. 
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Book Reviews 


Growth of American Trade Unions 
1880-1923 

By Leo Wolman. Published by National 
Bureau of Economic Research, Inc., 474 
W. 24th Street, New York, N. Y., 1924. 170 
pages. $3. 

Beginning with the birth of the Fed- 
eration of Organized Trade and Labor 
Unions, the direct forerunner of the 
present American Federation of Labor, 
at Pittsburgh in November, 1881, this 
book traces the history of organized 
labor in the United States down to the 
present time. In determining the facts 
here presented, the National Bureau of 
Economic Research has followed its 
policy of providing men of all shades 
of opinion with objective knowledge of 
actual conditions. It has confined itself 
to stating facts as it found them. With 
opinions about the promise or the 
danger to American life from the 
growth of trade unions the book does 
not concern itself. 

In a foreword by W. C. Mitchell, 
professor of economics Columbia Uni- 
versity, the reason why this task was 
undertaken is explained. The first 
work essayed by the National Bureau 
of Economic Research was to deter- 
mine as accurately as possible the size 
and distribution of the income produced 
and consumed by the people of the 
United States. Among the problems 
encountered in this research was that 
of the fluctuations in the national in- 
come from year to year. What pro- 
duced these fluctuations? How were 
they shared by the various classes of 
income receivers? After the report 
dealing with the size and distribution 
of income had been published a new 
series of investigations was begun, 
dealing with income fluctuations. This 
study of the growth of American trade 
unions from 1880 to 1923 is an out- 
growth of these investigations. 

Changes in membership of American 
trade unions in the past 44 years are 
described. Analyses are given of the 
relation between the business cycle and 
changes in union membership. Tables 
indicate for each union and for each 
year its state of affiliation with or in- 
dependence of the American Federation 
of Labor. In order to indicate the gen- 
eral nature of the growth or decline 
of the labor movement before 1897, in- 
complete series of membership statis- 
tics are presented from 1880 to 1897. 

Twice during the last half century 
the membership of the American trade 
unions has reached remarkable peaks, 
from which it has later descended. The 
first peak was achieved in 1887, when 
its membership rose to about 1,000,000; 
the second in 1920, when it exceeded 
5,000,000. In each case the labor move- 
ment failed to hold its maximum num- 
ber. Reasons for these fluctuations are 
explained at length in the book. 

To enable the reader better to under- 
stand the character of the American 
labor movement detailed descriptions 
are given of the changes in member- 
ship of fourteen grcups of unions and 
of the most important unions within 
each group. Several interesting facts 
are brought to light in the author’s 


analysis of the transportation group. 
For example, both the electric railway 
employees’ union and the teamsters’ 
organization participated in the gen- 
eral increase of membership in the 
transportation group during the years 
1919 and 1920. Electric railway em- 
ployees gained 40,000 members and the 
teamsters 55,000. But in the subse- 
quent period of general decline the 
teamsters lost 40,000 members, while 
the electric railway employees more 
than held their own. 

Tables and charts are presented 
showing the growth of other unions 
and groups of unions. Total member- 
ship figures for the years 1914 to 1923 
are given for the trade unions of Aus- 
tralia, Canada, France, Germany, Italy, 
Holland and the United Kingdom. 
Comparisons are made also between 
the membership of trade unions and 
the numbers of people who are gain- 
fully employed in industry. A chapter 
is devoted to a study of women in the 
American labor movement. While these 
latter subjects are perhaps not of di- 
rect concern to those interested pri- 
marily in the electric railway industry, 
they are details necessary to give a 
fair picture of the general situation. 

All in all, this book is an interesting 
and valuable contribution to the study 
of the labor question in America. Its 
value is enhanced by the fact that it 
deals only with facts and avoids the 
expression of opinion. Its publication 
by the National Bureau of Economic 
Research provides a handy reference 
work for any business executive em- 
ploying large numbers of workers. 


Skinner’s Mathematical Theory 
of Investment 
By E. B. Skinner. Revised edition. Pub- 


lished by Ginn & Company, Boston, Mass. 
269 pages. $3.40. 


This is a revised edition of a well- 
known treatise brought out ten years 
ago. Two important changes distin- 
guish the new edition: the more exten- 
sive use of the method of interpolation 
with one new chapter on the subject, 
and much new material on deprecia- 
tion. Perhaps the greatest appeal of 
the book to engineers, public utility ex- 
perts and steam and electric railway 
operators is made by this new chapter. 
In many respects the book is unusual 
as a contribution to investment litera- 
ture. Its value appears to lie not so 
much in what is contained that is new 
as in the presentation in organized 
form of the mathematical chapters 
needed. by insurance companies, invest- 
ment bankers, and public service com- 
missions. The object of the book is to 
familiarize the student of business or 
of public affairs with the mathematical 
material used in the modern office. The 
theory of 


various plans, 


life insurance are among the subjects 
treated. The book is concluded with 
valuable tables. : 


interest, both simple and | 
compound, the amortization of debts by © 
the theory of bond | 
values, depreciation, sinking funds, in- | 
heritance taxes, old-age pensions, and © 


: 
; 


“April 11, 1925 


ELECTRIC RAILWAY JOURNAL 


Railway Electrification 


By H. F. Trewman. New York: Sir 
Isaac Pitman & Sons, Ltd. 244 pages, 
illustrated. 


In a very clear manner the economics 
of railroad electrification are discussed. 
Systems in vogue are analyzed and 
costs are stated. The conclusion is 
that, in England particularly, electri- 
' fication is profitable for all large termi- 
nals, for all roads within a 25-mile 
radius of large cities and for heavy- 
density trunk lines where freight haul- 
age predominates. The direct-current 
system is favored for terminal and 
suburban electrification, and the author 
advocates a standard gage and stand- 
ard electrification system. He com- 
putes a national saving in fuel of 60 
per cent, but shows that capital in- 
vestments required for complete elec- 
trification are so large that only piece- 
meal methods should be used in the 
electrification of English roads. The 
book is a valuable addition to the 
economics of railroad electrification. 


Bus Operating Practice 

By Hauer and Scragg. Published by the 
International Motor Company. American 
News Company, New York, distributor. 26) 
pages. 

Numerous charts and other illustra- 
tions are used by the International 
Motors Company to add to the force- 
fulness of the record of the more im- 
portant problems that confront bus- 
operating companies as set down in 
the book “Bus Operating Practice,” by 
Hauer and Scragg. Although the rec- 
ord was brought together by a bus 
manufacturer the book really has all 
the value and dignity of a reference 
treatise. In a simple and direct fashion 
the growth of the bus industry is 
traced, and then all the important 
things that would come up in operation 
are considered in order, among them 
routes, operating permits, passenger 
terminals and selling the service. 

The chapter headings, after all, prob- 
ably give the best idea of the subjects 
it has been attempted to cover, which 
for that matter really have been cov- 
ered in a readable and authoritative 
way so far as the development of the 
business has provided a background 
from which to draw lessons and form 
conclusions. These headings are: The 
Growth of the Bus Industry, Selecting 
Profitable Bus Field, Securing the Right 
to Run, Passenger Terminals and Wait- 
ing Rooms, Selling the Service, Opera- 
tion, Indirect and Supplementary Serv- 
ice, Costs, Selection of Equipment. 


City Will Help Oklahoma Railway 


City Commissioners of Oklahoma 
City, Okla., are quoted as having given 
assurance that they will co-operate 
fully in trying out the remedies for the 
ills of the Oklahoma Railway recom- 
mended by the experts who have made 
a report in the matter. Co-operation 
of the city will involve amendment of 
parking rules and enforcing of traffic 
law provisions.. George A. Henshaw, 
one of the receivers, says that steps 
will be taken immediately to carry into 
effect changes recommended by the re- 
port of the engineers. Whether the 
reformation of operating plans will 
include abandonment of the terminal 
station, which was recommended in the 
original report, is not certain. 


J. F. Egolf Heads Illinois 
Association 


New President of the State Body Is the 
Operating Head of Aurora Elgin & 
Fox River Electric Company 


J. F. Egolf, the new president of 
the Illinois Electric Railway Associa- 
tion, is general manager of the Aurora, 
Elgin & Fox River Electric Company. 
In that capacity he has had outstanding 
success in the establishment of favor- 
able relations between the railway 
management and its employees, and 
through them with the company’s 
power and railway customers. Under 
his management the properties with 
which he is connected have been re- 
habilitated and have passed from a 


J. F. Egoltf 


period of financial stress and receiver- 
ship to an era of improved service and 
brightened outlook. 

In his steady rise from a conductor 
on the Columbus Street Railway, Co- 
lumbus, Ohio, in 1898, to general man- 
ager of the Fox River properties Mr. 
Egolf fitted himself for increased re- 
sponsibility by close observation and 
study of transportation work outside of 
his immediate duties. Through per- 
sonal experience in_ transportation, 
track, shop and accounting depart- 
ments of the various properties with 
which he has been connected, he laid 
the foundation for detailed familiarity 
with the problems of each department. 
This, coupled with a close contact with 
his men and the ability to understand 
their viewpoint, while at the same time 
maintaining discipline and efficiency, 
has characterized his career, Mr. Egolf 
is an ardent advocate of the idea that 
the platform men are his’ transporta- 
tion salesmen and attributes the suc- 
cess of his work on the Fox River prop- 
erties to the development of that prin- 
ciple in the minds of his men. 

After serving as conductor and 
motorman in Columbus from 1898 to 
1902, Mr. Egolf entered the mechanical 
department of that property as a car 
repair man. In the spring of 1903 he 
went with the Columbus, Buckeye Lake 
& Newark Railway as a motorman, and 


again served for two years on the plat- 
form, after which he was transferred 
to the dispatcher’s office. This com- 
pany was later absorbed by the Ohio 
Electric Railway, whereupon Mr. Egolf 
was sent to Springfield, Ohio, as chief 
dispatcher. In 1907 he was appointed 
assistant superintendent. 

Additional experience as dispatcher 
and chief dispatcher was obtained with 
the Chicago, Lake Shore & South Bend 
Railroad. In 1914 he was made man- 
ager of the Springfield & Xenia Rail- 
way by the Warren Bicknell Company, 
Cleveland, Ohio. In July, 1918, this 
company transferred him to the Inter- 
urban Railway & Terminal Company, 
where he had charge of all operations 
until 1922. In that year he became 
general manager for the receiver of the 
Fox River Division of the Aurora, 
Elgin & Chicago Railroad. This prop- 
erty was subsequently purchased by 
the Western United Corporation, and 
on Feb. 1, 1925, Stone & Webster were 
engaged to operate it along with all 
the other subsidaries of the Western 
United Corporation. Throughout these 
changes, Mr. Egolf has been retained 
as general manager, having charge, in 
that capacity, of all the railway prop- 
erty of the Aurora, Elgin & Fox River 
Electric Company and of the lighting 
property in Elgin. 


H. S. Newton Heads Monongahela 
Industrial Department 


Henry S. Newton, formerly manager 
of the Parkersburg-Marietta division of 
the Monongahela West Penn Public 
Service Company, with headquarters in 
Parkersburg, W. Va., has been placed 
in charge of a newly created industrial 
department. C. H. Hardesty, traffic 
manager of the company, has been 
designated as acting manager of 
the Parkersburg - Marietta division. 
Through the creation of this new indus- 
trial department the Monongahela West 
Penn system, with main offices at Fair- 
mont, intends to take an active part in 
aiding the industrial development of 
northern West Virginia. It proposes, 
through its manager, to have contact 
with all industrial organizations, cham- 
bers of commerce, boards of trade and 
like organizations in securing and locat- 
ing suitable industries along its lines. 

Mr. Newton has been in the employ 
of the Monongahela West Penn Public 
Service Company since early in 1918 
and has been in charge of the Parkers- 
burg-Marietta division since 1919. He 
has been identified with the Ohio Valley 
Electric Railway, Huntington, W. Va.; 
the Mesaba Railway, Virginia, Minn.; 
the Hartford & Springfield Street Rail- 
way, Warehouse Point, Conn., and also 
with the Syracuse Street Railway, 
Syracuse, N. Y. In addition to these 
affiliations he was at one time general 
manager and chief engineer of the 
Syracuse, Lakeside & Baldwinsville 
Railroad and general manager of the 
Beaver Valley Traction Company. 

Mr. Hardesty, who will be acting 
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manager of Mr. Newton’s old territory, 
has been with the Monongahela com- 
pany since December, 1917, and has been 
traffic manager since 1921. A depart- 
ment of traffic was created for Mr. 
Hardesty in 1922. His duties at that 
time were to control both the local and 
Parkersburg-Marietta division, the pas- 
senger, freight and express traffic. He 
also was assigned the duty of deter- 
mining the rate on such traffic and was 
given supervision and direction of all 
passenger and freight offices and pas- 
senger and freight agents. 


Gen. Lincoln C. Andrews Heads 
All Dry Enforcement 


Supervision of the major federal 
agencies charged with the enforcement 
of the prohibition act was placed on 
April 1 in the hands of Gen. Lincoln C. 


Andrews, New York, receiver of the 


New York & Queens County Railway 
and other electric railway lines on Long 
Island. 

Taking oath as an Assistant Secretary 
of the Treasury, General Andrews was 
given direct supervision over the pro- 
hibition unit, the coast guard and the 
customs service. All three of these 
agencies heretofore had been under the 
supervision of Assistant Secretary 
Moss. 

As noted in the ELECTRIC RAILWAY 
JOURNAL for March 28 General Andrews 
has perfected arrangements to hold the 
receiverships. 


A. L. Valentine with Seattle & 
Rainier Valley Property 


A. L. Valentine is now engineer of 
maintenance of way of the Seattle & 
Rainier Valley Railway, Seattle, Wash. 
This position was formerly held by 
H. L. Hawkins, who was also master 
mechanic. A. Flannigan now is elec- 
trical engineer and master mechanic. 

Mr. Valentine’s career has been a 
very active one. When the Seattle 
Municipal Railway was put in opera- 
tion-he was in charge as superintendent 
of public utilities of Seattle. In 1886 
he was employed by the Puget Sound 
& Grays Harbor Railroad as a member 
of the surveying party. For the next 
three years he was employed at the 
office of the city engineer of Seattle. 
Later he became associated with the 
Port Townsend Southern Railroad as 
engineer in charge of terminals and 
subsequently he was associated with the 
Northern Pacific Railway in connection 
with the Seattle terminals. During the 
years that followed Mr. Valentine was 
connected with the Oregon Improve- 
ment Company and the Columbia & 
Puget Sound Railroad, the Northern 
Pacific Coal Company and the Great 
Northern Railroad. In 1904 he was 
elected to the office of county engineer 
of King County,’ Wash., and two years 
later he was re-elected to this position. 
In the fall of 1909 Mr. Valentine was 
appointed superintendent of public 
utilities by Mayor John F. Miller to 
fill out an unexpired term, and on 
Jan. 1, 1910, he was appointed to a 
full term of three years. He was re- 
appointed for a term of three years on 
Jan. 1, 1913, by Mayor George F. Cot- 


terill. During 1912 Mr. Valentine was 
chairman of the Board of Public Works 
of Seattle. 


Alexander Jackson 


Consultant 


Former Head of Time-Table Depart- 
ment of New Jersey Road in 
Business for Himself 


Alexander Jackson has resigned as 
superintendent of time-tables of the 
Public Service Railway, Newark, N. J., 
to go into consulting work for himself 
in constructing time-tables, making 
traffic studies and laying out of re- 
routing plans. All his experience has 
been along lines concerned directly or 
collaterally with the work in which he 
proposes now to engage as an in- 
dependent consultant. 

In his own specialty Mr. Jackson has 
a reputation that is nationwide. In 
1919 he won the American Electric 


Alexander Jackson 


Railway Association medal for the best 
paper presented before a company sec- 
tion. The award was made to him at 
the meeting of.the association in 
Atlantic City that year. This paper 
was entitled “Doing Your Bit.” It was 
published in the ELrectric RAILWAY 
JOURNAL for May 31, 1919, page 1049, 
under the title “Plain Words on Trans- 
portation Service.” Several years later 
Mr. Jackson presented a paper be- 
fore the Canadian Electric Railway 
Association that attracted a great deal 
of attention. This contribution was 
made to the proceedings of that asso- 
ciation in. June, 1923. The paper was 
entitled ‘A> Traffic Survey for Inter- 
urban Companies.” In it Mr. Jackson 
outlined his methods of making traffic 
surveys for time-table study. 

Mr. Jackson began his railway career 
as a conductor in Brooklyn. His first 
employment was with the Brooklyn 
Rapid Transit Company, then the 
Brooklyn Heights Railroad, in 1895. 
Soon thereafter he was promoted to be 
an inspector and later began the devel- 
opment of his specialty, when in 1897 
he was transferred to the time-table 
department. He continued in time- 
table work in Brooklyn until he became 
chief of this department. In 1903 he 
resigned from the Brooklyn Rapid 
Transit Company and went to New 


Jersey with the Public Service Railway, 
operating 900 miles of road, to take 
charge of and standardize time-tables 
of that company, then recently formed 
as one of the subsidiaries of the Public 


Service Corporation of New Jersey. 


In 1906 Mr. Jackson returned to the 
B.R.T. as chief inspector of surface 
lines. There he remained until 1908, 
when he resigned to return to the 
Public Service Railway as superintend- 
ent of time-tables. If Mr. Jackson had 
stayed in the business until May of this 
year he would have celebrated his 30th 
anniversary of service in street railway 
work. 

He has long been active in the work 
of the American Electric Railway 
Transportation and Traffic Association, 
and in 1905 was chairman of the com- 


mittee on time-tables and schedules of © 


that body. 


United Officials Promoted 


Officers of Tri-City Group Advanced to 
Greater Responsibility Following 
Expansion of Parent Company 


Four officials of the United Light & 
Power Company, Grand Rapids, Mich., 
which has taken over important prop- 
erties in Columbus, Kansas City, Kan., 
and Lincoln, Neb., have been promoted 
to positions of greater responsibility. 
Each of the men has been in an execu- 
tive position with the United Light for 
some time past. 

R. B. McDonald, general manager of 
the Peoples Power Company, which op- 
erates in the cities 
Moline and Rock Island, becomes presi- 
dent of the tri-city group of subsidiary 
companies, a position heretofore held 
by B. J. Denman. He also becomes 
first vice-president of the Tri-City Rail- 
way & Light Company. He remains 
in charge of the central station but in 
addition will have direction over the 


$2,000,000 steam generating central sta- - 


tion which the United Light is complet- 
ing east of Davenport... Mr. McDonald 


has risen to this position from a store- — 


room helper. 
HELD MANY IMPORTANT Posts 


In 1899 he secured his first position, ‘| 
clerk in the store room of the public © 
utility company at Lincoln, Neb. Not | 


a college man, but with a natural apti- 


tude for mechanics and electricity, the — 


young man worked up to a position of 


electrician in the power house at Lin- | 


coln. 
In 1906, when Frank T. Hulswit, 


builder and president of the future © 


United Light chain, was looking for a 


man as superintendent of the’ Fort | 


Dodge, Iowa, power house, he installed 
Mr. McDonald in that position. Mr. 


McDonald was made general manager | 


of the’ plant in a few years. 

He grew in experience and judgment 
as the corporation expanded and was 
sent by Mr. Hulswit to the tri-cities in 


1917 to take charge of the power plant h 
at Moline, Ill., where he became general Hi 
manager of the Peoples Power Com- 


pany. 
C. N. Chubb, formerly general man-— 

ager of the Peoples Light Company, 

the gas and electric company of Daven- 


port, will become divisional chief of 
the Iowa and Nebraska properties with |» 


of Davenport, | 


= 


c—-5 _—— — a) 


i 


= 


_ properties. 
_ for the present. 
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the title of vice-president of the United 
Light corporation. 

H. E. Littig, promoted to be general 
manager of the Peoples Light Com- 
pany, Davenport, has risen from the 
ranks. Thirty-one years ago he joined 
the Davenport utility as a conductor 
and was advanced first to the position 


of cashier of the Tri-City Railway, 
_ then to bookkeeper and rapidly along 


the line until in 1918 he assumed the 
role of secretary of all the tri-city 
He continues these duties 


Mr. WEEKS A VICE-PRESIDENT 


H. E. Weeks, treasurer of the tri- 
city group and general manager of the 
securities division of the United Light 
in charge of customer-ownership and 
employee-ownership stock, becomes a 
vice-president of the United Light & 
Power group with his authority in this 
department extended to the Nebraska 


- division. Following legislative work in 


Illinois Mr. Weeks was made secretary 
of the public utility companies of Alton, 
Ill. He served in this capacity until 
1906, when he was induced by Mr. 
Hulswit to go with the newly organized 
United Light Corporation as secretary 
and treasurer of the tri-city group 
and vice-president of the Tri-City Rail- 
way & Light Company. 


Walter Jerome, secretary to L. S. 
Storrs when he was president of the 
Connecticut Company, New Haven, 
Conn., has moved to New York to con- 
tinue as secretary to Mr. Storrs in his 
new capacity as managing director of 
the American Electric Railway Asso- 
ciation. Mr. Jerome has worked with 
Mr. Storrs a number of years. 


- Howell Ellis, for five years Statehouse 
reporter for the Indianapolis Star, has 
been named secretary of the Public 
Service Commission to succeed L. C. 
*Laughry, who is to enter law practice. 
Mr. Ellis assumed his new position 
April 1. He is a graduate of De Pauw 
University, with a master of arts de- 
gree. 

William Cloutman of the legal staff 
of the New York Transit Commission 
has been appointed to have charge of 
the legal matters relating to the re- 
ceivership of the New York & Queens 
County Railway, Long Island City, 
‘N. Y., that have been looked after by 
Gen. L. C. Andrews. H. Pushae Will- 
iams, who was appointed by Justice 
Van Siclen, will continue as counsel for 
General Andrews, the receiver. 

EEE 


Obituary 


J. H. Van Brunt 


J. H. Van Brunt, formerly vice- 
president and general manager of the 
St. Joseph Railway, Light, Heat & 
Power Company, St. Joseph, Mo., died 
recently at his home in Kansas City. 
Mr. Van Brunt resigned from the St. 
Joseph property in 1920 after 31 years 
of continuous service. He began his 
business career with the banking house 
of R. B. Newcombe & Company, New 
York, in 1885. Four years later, when 
Newcombe & Company and other in- 
terests purchased the St. Joseph prop- 

erty, Mr. Van Brunt was sent to St. 


Joseph to take charge of accounts. He 
was identified with the St. Joseph com- 
pany in different capacities since that 
time and up to 1920. In 1902 he was 
elected vice-president and general man- 
ager. At the close of the World War 
he resigned to engage in business on 
his own account in Kansas City. In 
1918 he was elected president of the 
Missouri Association of Public Utilities. 
In recent years he has been operating 
a radio distributing concern in Kansas 
City. Mr. Van Brunt was born in Red- 
bank, N. J., in 1868. 


V.S. Curtis 


Victor Stuart Curtis, secretary and 
general traffic agent of the Connecticut 
Company, New Haven, Conn., died at 
the Bridgeport Hospital on April 6. 
Mr. Curtis entered the service of the 
Connecticut Company on Oct. 14, 1914, 
as secretary. In addition to his duties 
as secretary on Aug. 1, 1916, he -was 
appointed general traffic agent. 

Mr. Curtis was born in Stratford in 
1872. He attended the Bridgeport 
High School and following his gradua- 
tion joined his father in the express 
business, later becoming manager of 
the Bridgeport office of the Adams Ex- 
press Company. In 1904 he became 
manager of the Adams Express Com- 
pany in that city. When the American 
Railway Express Company took over the 
express business Mr. Curtis joined the 
New Haven Railroad official force. Two 
years later he went to the Connecticut 
Company. 

Mr. Curtis was widely known among 
electric railway men, particularly in 
New England. 


E. J. Bagnall 


E. J. Bagnall died on March 16 in 
Cleveland, Ohio, at the age of 67 years. 
He was one of the pioneers in the elec- 
tric railroad and electric light indus- 
tries. Mr. Bagnall was connected with 
the Brush Electric Company, Cleveland, 
prior to 1880 and shortly afterward 
formed the firm of Bagnall & Dutton, 
which took over, managed and operated 
the Brush electric light station in St. 
Louis, the first electric light station in 
that city. He changed this plant from 
a failure to a success. 

Later he was associated with the 
street railways at St. Louis, tested and 
disapproved the storage battery sys- 
tem, installed and tested the Short 
system of railways and then installed 
a section of the present system on 
Finney Avenue, the first permanent 
electric railway in St. Louis, now part 
of the United Railways. He also de- 
signed and built the first electric rail- 
way power house in St. Louis. For 
this work he was obliged to develop 
many important appliances for the 
station, the line equipment and motor 
control. 

After completing this work he re- 
turned to Cleveland and organized 
the Adams. Bagnall Electric Company, 
which developed the A-B arc lamp, 
recognized as in a class by itself until 
all arc lamps were superseded by the 
tungsten lamp. 


James Collins Jones, general coun- 
sel for Day & Zimmermann, Phila- 


delphia, Pa., and managed properties, 
including the Lewiston & Reedsville 
Electric Railway, the York Railways, 
York, Pa., and about twelve other utili- 
ties, died on March 14, after a short ill- 
ness, from double pneumonia. 

I. B. Sager, veteran member of the 
staffs of the East St. Louis & Suburban 
Railway and the East St. Louis Light 
& Power Company, East St. Louis, IIlL., 
died on March 20. Mr. Sager was a 
pioneer in the East St. Louis territory. 
He built the city’s first light and power 
plant back in 1889. His plant was on 
the Mississippi River front and was 
intended primarily to furnish current 
to freight depots and railroad offices 
along the levee. When the East St. 
Louis & Suburban interests bought his 
power plant Mr. Sager joined that 
organization and remained a member 
of the staff up to the time of his death. 
He was 68 years old. 

Major Fred Coutts, long identified 
with the British tramways, died on 
March 10. For nearly 20 years he was 
engineer and manager of the Paisley & 
District Tramways Company. When 
the undertaking was bought by the 
Glasgow Corporation a year or two ago 
Mr. Coutts was appointed manager of 
the Dearne Valley Light Railway 
(Yorkshire). This system was con- 
structed by a combination of local au- 
thorities, and was opened for traffic 
in July of last year. Soon after that 
Mr. Coutts was appointed general 
manager of the Yorkshire Electric 
Tramways and the West Riding Auto- 
mobile Company. 

John Allison Smith, who served the 


Boston Elevated Railway, Boston, 
Mass., and its predecessors for 31 
years, died on March 14. Mr. Smith 


was born on Feb. 28, 1868, and entered 
the service of the West End Street 
Railway as conductor in 1888, but was 
obliged to resign on account of serious 
illness; he returned again as conduc- 
tor on June 21, 1893. He became starter 
in 1896, was appointed chief clerk of 
division nine in 1897 and on Novy. 1, 
1907, he was made superintendent of 
division nine. On Nov. 1, 1919, he was 
appointed assistant to the superinten- 
dent of transportation and on July 1, 
1924, was assigned as assistant to the 
supervisor of time-tables. . 

Milton Sanford Barger, general 
treasurer of the New York Central Lines 
and treasurer of the Ontario Light & 
Traction Company, the New York & 
Harlem Railroad and the New York 
State Railways, Rochester, N. Y., died 
aboard the steamship Berengaria re- 
cently while he was en route to Europe 
on a pleasure trip. After his gradua- 
tion from Harvard, Mr. Barger fol- 
lowed in the footsteps of his father, 
Samuel F. Barger, who was a director 
of the New York Central, and estab- 
lished himself with the same organiza- 
tion. In 1902 he was appointed assist- 
ant treasurer of the New York Central 
& Hudson River Railroad, and was 
made treasurer of the Harlem Road 
four years later, and treasurer of the 
Central Lines West of Buffalo, in 1912. 
During the federal control period Mr. 
Barger was treasurer of all Central 
Lines. He was born in New York City 
on Feb. 24, 1875. Dutch and Huguenot 
ancestors of his settled in New York 
early in the seventeenth century. 
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Final Road Tests of Gas-Electric Bus 


Details of Chassis Design for Mounting Electrical Drive Units Include a 
Number of Ingenious Innoyations—Fuel Consumption Lower 
than on Mechanical Driven Unit 


a road i tests ¢ om the first of the 


Transit Com- 
peny from ime Yellow ha Manufac- 
taming Company have beam completed 
ai the manufacturer's plant in Chicago. 
These tests heve beem exhkausiive and 
are said io have demonsiraied several 
advantazes af this type of consiruciion 
standpoint of quicimess, sim- 
f control, smocth acceleration 
uel econo resulting from a 
mere ne nearly uniform engine speed than 
z m 2 mechanies!] drive 


veniclea 
The gemeral features of the new de 
z im the Dec. 13, 1924, 


€ the comsidera- 

os Up te the adoption of 
the gaz-clectric anit —- im the 
Jam. 24, 1995, issue ional de- 
the result 
road tests 
design of 


ae 


— from the six-cylinder, 
43m x 53-m. sleeve valve engime, de 
veloping 102 kp. 2t 2.200 rpm, to ihe 
25-kw. generztor is by 2 propeller shaft 
extending through the hollow generator 
armature shaft. Thus the generaior is 
throngh 2 new type of rubber ball uni- 
versal joi. A similar type of uni- 
versal is used ai the front end of the 
eesgclien: siedt The armature shafi ix 

e2rried om ball bearimgs This type of 
drive was developed to permit torsional 
flexure, thus relieving the generator of 
engine torque impulses. In comparison 
With 2 close coupled comnection between 
poh cites ck geisane this arrange 
ment is expected to prevent excessive 
wear and stress om the rear erank shaft 
E om the engine, which might re- 
sult from kek of alignment between the 
two uniiz 


CHsasces Is Czassis Destcy 


Applieztion of the dectrie drive io 
the Yellow Coach type “Z” chassis 
necessitzted many changes, amounting 
te practically a new vehiele. This in- 
claded slight modifications of the steer- 
ime gear, 2 complete new frame and 
various changes to the rear axle. No 


zt this peint in the frame to which the 
unit eould be attached was required. 
This eross-member is of the Yellow 
Coach standard tubular type. Two lugs 


om the tube support ithe generaior ai 
iis forward end, and a drop-forged 
openwork girder supports the rear of 
the generator in 2 single bearing. This 
gives three-point suspension and allows 
the generaior io be removed from the 
chassis by lowering it 

Similar mountimgs are used for the 
iwe moters. A tubular cross-member 
Brevides a support for a Ing at ihe for- 
ward end of each motor, while a chan- 
nel sill furnishes 2 two-point fastening 
for each motor at the rear. They may 
be lowered oui of the chassis by dis- 
commecting the driveshaft and removing 
three bolis om each moior. 

Im the rear axle the differential is 
eliminated and a dual worm drive is 
used. The housing is 2 one-piece double 
banjo type drop forging. The gear re- 
duction is 11:1. The semiflozimg 
driveshafts have 2 maximum diameter 
of 4in Dual brake equipment, similar 
te that used on the standard “Z”’ 


section. A height of 20 in. above the 
ground is obiained by dropping the 
frame just back of the engine and giv- 
ing it 2 Kiek-ap over the rear axle The 
frame side members are extended be- 
yond the rear axle 2 sufficient distance 
to carry the rear platform on a double. 
deck bas. This gives a continuous 
frame length of 30 7% The chassis is a 
selicontzined unit in so far as the 


Wasa Oalie treme ta tee 
the driver's seat and the motion from 
the control handle to the drum is trans- 
mitted through bevel gears. The eon- 
trol lever quadrant is in the floor board. 


Salih dood caine Of dpeainadizes: kas toon 
ee ee and Cronin 

the design All wiring is inclosed in 
flexible metal conduit and is fastened 
to the chassis by insulated cleats. Con- 
nections at the motors and generator 
are made by fiat terminal joints. 

For both single and double deck 
bodies the same type of chassis is used. 
The double-deck design seis 67 pas- 
sengers, 29 om the upper deck and 22 
on the lower. The rear end is entirely 
inclosed, while the upper deck is semi- 
also a forward en- 
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tinsics ous es ages ame ae 
by Keeping the rear door elosed the ~ 
bus may be operated by one man. A P| 


det ae en t 
deck floor with the exception of 


generator. 
ee 
to lower into side pockets. 


generator. By entirely removing this ~ 
floor plate ample room is provided for © 
diseo: 


making 
average rate of 1 mph. per second. At 
murs speed the acceleration is : 

= 


At idling speeds of the engine, th 
is, below 400 rpm., the voltage g 
erated is so low that only a neglig 
flow of current takes place through : 
motor. It is therefore posible to loll - 
the generators and motors comereee 
all times. Under this condition the e 
troller handle is in the forward posi 
As a safety measure a neutral p : 
is provided in the controller to open th 2 
electrical connections. 

With the controller in the fo re 
Position the bus is started and ae 


Ce a en a oh iw ae) i eo hk ae ap rr pn rit 


pb 


th 
celerated simply by opening the engine | & 
throttle. Due to the differential it; 
ing of the generator, the by | 
¢€ ics are such that as &., 
required by the motors decreases | 
is approached, 
voltage rises. This i he 
combined with the decreased torque 5" 
quirement, still further i «iE 
speed of the motors. $1, 
of acceleration of the bus is be, 
of how E & 
the throttle is opened, the engine cam %. 
not be stalled during the operation # |« ” 
acceleration. 


ts 


gril 11, 1925 


> = 
Cars Damaged in Fire in Bronx 
Mforty nine cars were partially burned 
f a fire at the West Farms carhouse 
of the Union Railway at 174th Street 
and Southern Boulevard in New York 


ing. The walls and the floor are 
“The carhouse will be rebuilt for 
(porary use. 

employees of the company 
wandied the fire most creditably. 
bits start they attacked the blaze with 
and although four alarms were 


aS Sa 


* ee 


an 
MLO: 


rests Made of Catenary Material 


2 at Erie 
_ Daring the past several months the 
naconda Co: Mining Company, 


Bs pper 
New York, N. Y.; the American Sicel 
& Wire Company, Chicago, iL; the 
Aluminum Company of America, Pitts- 
burgh, Pa., and the Copperweld Steel 
sy Company of New York, N. Y., erected 
at Erie, on the right-of-way of the East 
‘Erie Commercial Railroad, four dis- 
tincily different kinds of eatenary maite- 
fial for an exhibition and test held on 
-§ April 9. The General Electric Com- 
<i Pany furnished the facilities and equip- 
ment. Three companies put up two 
Spams each and the Aluminum com- 
“§ Pany four spans. The different types 
of material used included hard drawn 
et and phono-eleciric. In the case 
of the Aluminum company the catenary 
Ss ing wire was sicel cored alumi- 
‘Bum. All of the fittings and the lacing 
“Wire were of aluminum. The iesis 
included collection of heavy current, 
and were made under actual working 
conditions. Elaborate precautions were 
taken to imsure data on each imstalla- 
tion without any influence from the 
= | ining spans. The insiallation will 
S be permitted to remain in place over the 
| tracks to determine the relative de 

terioration. 


a 
=| _ Westinghouse Merchandising 
. Department Moves to Mansfield 
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quatiers im New York. All enginecer- 
ing work will now be conducied in 
Mansfield under the supervision of Mr. 
Tritle. Those engineers at East Pitis- 
burgh who have been engaged on the 
products made m Mansfield will be 
moved to the Ohio plant Ii has been 
recognized for a long time that such a 
change was desirable in order to ob- 
tain unified effort in the conduct of the 
business. 


Growing Demand for 
High Grade Mica 

For a lJarge pari of iis supply of mica 
industry im the United States is essen- 
Gally dependent upon foreign sources. 
Both for quality and quantity of its 
product India easily ranks first among 
the world’s producers of mica. The 
best Indian muscovite mica is red in 
eolor and for this reason is known 2s 
anywhere for itis ability to withstand 
high electrical pressure. 

The imporiance of mica to the indus— 
trial world Hies princi y¥ in iwo prop- 
erties—it divides naturally inmio thin 
even sheets of considerable sirength and 
flexibility and it is not only an excellent 
electrical insulator but makes such in- 
sulation safe by offering great resist- 
ance to heat. Whereas toial world pro- 
duction of mica in 1890 was valued at 
only $250,000, the value of this mineral 
handled im the markeis of the United 
States alone in 1923 was more than $2- 
800,000. Imports of mica imio the 
United States m 1923 both in quaniity 
and value were nearly four times the 
average of the five years immediately 
preceding the outbreak of the war in 
Europe. Aceordmg io the National 
Bank of Commerce, New York, total 
miea imporis imio the United Siates 
in 1924 were somewhat less than thase 
of 1923, but the amounts were siill 

The United States has recently 
been taking about half the exporis 
from British India, or from three io 
four times iis average pre-war izkings 
in that markei, and is ai the same iime 
imporitimg about 340,000 Ib. of mica 
yearly through Great Britain, most of 
which is probably Indian mica. Next 
te those of India, the deposits of Can- 
ada offer the most imporiani foreign 
source of the mica consumed by ihe 
elecirical inmdusiries of the United 
Stetes. 

The growme demand for mica of the 
hetier grades has given rise io in- 
creased interest m sources of supply 
hitherto Hitle used. A large part of 
this interest has been devoted to the 
mica fields of Afriea, where iit has been 
found possible to obiain considerable 
quantifies of high-quality mica ai an 
advantageous cost level 
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Studebaker to Build Busex 
A. BR. Erskmme, president of the Stad= 


baker Corporation, 2t the ammual] meet 
ing on April 7, said thai more 


coumiry. According i9 him ihe 


— 

Wheel base chassis for bus work. 
March sales were 14.923 cars against 
122398 last year. Seales im the Gi 
quarter were larger than for the oor 
period lesi year Wr 


responding 
Erskime said thai pr jagm im ihe ser- 
ond guarier would be 40,909 c2r=_ a 
that export sales have shown from 58 


since lesi Sepiember. 

Paul G. Hofman and F. W. La 
fellow were eleried Greciors iz 
Varancies, Mr. Longfellow succce : 
late Frederick P. Delafield Wr. 
man also was made 2 member of 7 
exeruiive and fimamce comeniticss, 


well as Vice-president im charge of 


ft 


Heater Company Wins 


According io the Smal derrs= of 
United States Disirict Court, the 
Louis Pneamaiic Devices Commany is 
enjoined from manufacturing or selling 
apparaius covered by the paiemis of the 
Consoiidaied Car Hesaitme Company. 
The derision io this eTect wes henda=d 
down by Judge C. B. Faris of the Hest 


em Jndicial Disirict of Missoni =&@ 
March 27. The court found thet ihe 


defendani, J. M. Dapron, doims baxime=s 
under the mame of the Si. Louis Pass 
mate Devices Company, had infrimesd 
upon the patient sranied io J. Me Me 
Elrow, later sold io the Comsohdsied 
Car Heaitmg Company. Ti wes farther 
ordered by the couri, the pleinii® eeren 


ing, that no damages should be paid by 
the defendant. 


Manufacturer Co-operation 


An example of co-operziion beiw==n 
the manufsciurer and dhe clerivir rsil- 
Ways was shown om 2 cord imlosd 
with dividends of itm Obie Bress Com 
pany, Mansfeld, Oia. The cond reed- 

Whenever you mick up, im yorr ase 
bile, a peTSOn Waltine for 
imecur a keal Reb 
e @estic rilwes—ore of our 
=Ts who beiesd make fis Givin 


Merals—New York Agra 7, F225 
Cappe. Sectralyitr, cenisperIb 13.57 
Copper wire base, seme ner Ib. 5.73 
Leoed, rents p= b_. B55 
Zane, cents per Tb. __ 74 
Tin, Straits, cents per Tb... -) i ey 
Bitemimeus Casi! fob. Mines 
SmokeJess mine ren, fob. vee], Berger : 

Rosdls. eres tem... $4 33 
Smersct mineron, Bostem 2 toms_____ 2393 
Pittsharch mime rm, mei gems |= 25 
Trankin, W_scresumes Citraran, pettem 86-225 
Central, TW, srremine, Chireaga, tts 869 UP 
Kenses screstimes, Kanses Giy. msi Gime (2 73 
M = 
Rabber-covers’ wire, N. ¥_ Ne. 14, per 

PR ts aS eae 
Weathernroc! wire bese NLY_sertse per Th Fo Sl 
Cement, Ch Det Drines, wi a 
‘Tamseed ail (3h Ios), N_ YY par ge? __ 38 me 
*Wiate lead in al (OR. Eg), NO 

cents per Tb. curdoains__...._.___.._ «] 6 1 
Turpentine (bbl Jots)_N.Y_pergal | oe 
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Rolling Stock 


Toronto Transportation Commission, 
Toronto, Canada, is now rebuilding the 
160 remaining pay-enter cars taken 
over some time ago from the Toronto 
Railway. These are being converted 
into front-entrance, pay-leave cars. 
When the change has been completed 
all motor cars will be front entrance. 
Trailers for these trains will be of the 
same type as those used in Montreal 
with the exception that they will be 
equipped with automatic rear exit doors. 


Gary Street Railway, Gary, Ind., re- 


cently ordered five new single-truck 
safety cars. The specifications follow: 
Date order was placed....... Feb. 17, 1925 
Date of delivery............. April 10, 1925 
Builder of car body...-McGuire-Cummings 
Manufacturing Company 

Type of car....One-man safety double end 
Seating eapacity Ajcdes os <r. te sie Nate ee aie ie ee 
‘Eenrth overall o< 2c «ee oes 30 ft. 24in. 
Truck: wheelbase <.. .2. . <../0< 506s 8 ft. 0 in. 
WV ROEH Cer Nal os cleats ciate vaiave ete 8ft. 0 in. 
Height, rail to trolley base..... 10 ft. 2Z in. 
BO@yi Soak cbs on 2 eee oe beers Semi-steel 
AUCETIO‘N PAB e. chee re iete eh eite Mahogany 
BOs Pc. Paes ce Bee neers ees Se Arch 
Air brakes ..... General Electric Company 
AxIOS Soe te oe chia oie tae aia = tela in. 
Car Siprial CS¥Slem eee reco tetiei ee Electric 
Cars trimminys (2c, )-0e mers oe = aera eatee Bronze 
Couplers;3 +45... 5.28 13-in. round draw bar 
Curtain fixtures’... ...: - Rexall metal rollers 
Curtain material...... Pantasote K-2 color 
No. 86 

Destination SiENS so. $5 = = Smieleieie Illuminated 
Door-operating mechanism ..... Pneumatic 
PERAGTES.). eeiaimatene a abit HB lifeguards 
Heaters 22h eee eres Twelve truss plank 
Headlights..... Incandescent with dimmers 
Journal boxes <3 5.j.-sslss 3-in. x 6-in. MCB 
Motors, type and number..... Two GE-258 
IGRAMEL. 2s ois oils eyelets Rees siete Old Dutch 
Reristers yes silo cease oike s cients Ohmer 
Seats..Iive wood cross-seats on each side 
Springs? 2.2: Quarter elliptic hung on coils 
Troiuey base: 2. . sccm Ohio Brass Company 
log ihe es Pee ea McGuire-Cummings No. 90 


WV RECIB Soe sia sweats « 26-in. rolled steel 


Scuthern Public Utilities Company, 
Charlotte, N. C., has ordered six double- 
truck one-man cars for use in Green- 
ville, S. C. The new equipment will be 
larger than the present one-man cars. 


San Francisco Municipal Railway, 
San Francisco, Cal., has not yet decided 
on the plans for the fifteen new cars it 
has in mind to purchase. The new cars 
are badly needed, but the supervisors 
have not yet found time to act upon 
the question of their design. It is 
thought that the cars will be of a type 
similar to those on the Geary Street 
line. These are semi-steel, each with a 
seating capacity of 50. 

Springfield & Xenia Railway, Spring- 
field, Ohio, has ordered three new 
combination passenger and smoking 
interurban cars from the St. Louis Car 
Company. 


Seattle Municipal Railway, Seattle, 
Wash., will purchase two new buses 
for use on Empire Way. An appropria- 
tion of $12,000 was authorized for this 
equipment. 

Southern New York Railway, Inc. 
Oneonta, N. Y., suffered the loss by fire 
of eight cars and all the machine shop 
tools. The damage, partially covered 
by insurance, is estimated at upward 
of $100,000. 

British Columbia Electric Railway. 
Vancouver, B. C., is reported to have 
placed an order with a British firm for 
eight underslung buses to be con- 
structed in England and shipped to 
Canada for assembly. 
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United Railways & Electric Com- 
pany, Baltimore, Md., through its sub- 
sidiary, the Baltimore Transit Com- 
pany, purchased five additional buses 
since the recent acquisition of the East 
Fayette Street Bus Company. It is 
expected that six more will be bought. 

Hot Springs Street Railway, Hot 
Springs, Ark., has purchased two new 
Reo motor coaches of the latest model 
21-passenger type. The coaches will be 
delivered April 20. 

Evansville & Ohio Valley Railway, 
Evansville, Ind., has ordered five com- 
bination interurban cars from the 
American Car Company, St. Louis. 

Gary & Hobart Traction Company, 
Hobart, Ind., recently placed an order 
with the G. C. Kuhlman Car Company 
for three light-weight interurban cars 
each with a seating capacity of 44. 

Kansas City Railways, Kansas City, 
Mo., has estimated that it will have to 
purchase 63 buses in order to meet the 
terms of the new bus franchise granted 
to it on April 7. Both single and double 
deck buses will be required. 

Illinois Power Company, Springfield, 
Ill., has placed an order for three 25- 
passenger Mack city-type buses. 


Track and Line 


Montreal Tramways, Montreal, Que., 
includes the construction or reconstruc- 
tion of 54 miles of tracks in the 1925 
program now before the city, the com- 
pany and the Tramway Commission's 
engineers. At least 30 miles of track 
will be laid during the 1925 season. 

Eastern Massachusetts Street Rail- 
way, Boston, Mass., has received bids 
for the reconstruction of 5,600 ft. of 
railway track on Hancock Street in 
Quincy, Mass. 

Southern Public Utilities Company, 
Charlotte, N. C., will re-lay the curve of 
the track from North Main Street into 
College Street in Greenville, S. C. 


Power Houses, Shops and 
Buildings 


Toronto Transportation Commission, 
Toronto, Canada, has begun excava- 
tion for a two-story garage to be built 
on its Hillcrest property. It is planned 
to provide facilities now for the accom- 
modation of 90 buses. Ultimately 
these quarters are to be extended to 
take care of 200 buses. 


Portland Electric Power Company, 
Portland, Ore., has begun construction 
of a two-story brick and concrete addi- 
tion to the Jefferson Street substation. 
The building, including the installation 
of electrical machinery and equipment, 
will cost between $90,000 and $100,000. 
Ground was broken in March and it is 
expected to have the structure com- 
pleted in 90 days. The project became 
necessary because of a rapid demand 
for both direct and. alternating current 
service on the west side, this substa- 
tion being the tie-in plant between the 


east and west side power supply. This. 


service includes the 600-volt direct cur- 
rent for operating the railway depart- 
ment on the west side. 
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Trade Notes 


National Paving Brick Manufac- 
turers Association, Cleveland, Ohio, 
through its board of governors, elected 
officers at its regular quarterly meeting © 
on March 17 at Cleveland. W. P. Whit- 
ney, president of the Springfield Paving 
Brick Company, Springfield, Ill., was 
elected president of the association for 
the ensuing year. Other officers of the — 
association were re-elected. 


Electric Service Supplies Company, 
Philadelphia, Pa., has increased its 
sales force to include J. H. Spraggon, 
who for twelve years has been con- 
nected with the Westinghouse Electric 
& Manufacturing Company in various 
capacities. For the last six years Mr. 
Spraggon has been selling in the New 
England territory for the Westinghouse 
company. 

Standard Scale & Supply Corpora- 
tion, Pittsburgh, Pa., has announced 
that R. H. Chappel was recently elected 
treasurer and general manager. This 
corporation is entirely new and sepa- 
rate from the old Standard Scale & 
Supply Company of Beaver Falls, 
which is out of existence. It manu- 
factures railroad track and truck scales, 
the narrow drum concrete mixer and 
handles contractors’ equipment in gen- 
eral. Branch offices, warehouses and 
stores are located in Pittsburgh, New 
York, Philadelphia, Chicago and Cleve- 
land. 


W. N. Matthews Corporation, St. 
Louis, Mo., elected directors at the 
annual meeting of the stockholders om 
March 38. They are W. N. Matthews, 
Claude L. Matthews, James R. Kearney, 
M. C. Cooley and C. C. Fredericks. At 
the annual meeting of the board of 
directors, held on March 11, the fol- 
lowing officers were elected: W. N. 
Matthews, president; Claude L. Matt- 
hews, vice-president and _ treasurer; 
James R. Kearney, vice-president and 
manager electrical sales, and M. C. 
Cooley, secretary. C. C. Frederick 
formerly vice-president and gener 
manager, has left its employ. Thi 
company announces that its affairs wer 
never in better condition and it loo 
forward to a good business for th 
balance of the year. 


General Electric Company, Schenee 
tady, New York, through the Ediso 
Lamp Works of Harrison, has issued 
50-page bulletin entitled Adequate an 
Efficient Motor Bus Lighting. Th 
booklet, which is illustrated, gives som 
facts on the evolution of the motor b 
and includes a summary of lighti 
conditions as found in buses duri 
19238. 


Gold Car Heating & Lighting Co 
pany, Brooklyn, N. Y., has announce 
that as W. G. Willcoxsen is no long 
connected with the company, it will 
temporarily represented in Chica 
territory by F. O. Bailey, manager 
sales, and A. D. Stuver. 


Six Wheel Company, Philadelp 
Pa., manufacturer of the Safeway si 
wheel motor coach, has announced t 
appointment of C. Eustace Dwyer 
general sales manager and A, — 
Warner as assistant general sales m 
ager. 
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A Modern City Car 


Electric railways are moy- 


ing torward. There is a de- 
mand for urban transporta- 
tion facilities which can be 
met in the only practical and 
efiicient method of handling 
large crowds en masse. The 
modern type car is designed 
to facilitate quick loading 
and unloading of passen- 


gers, which means less traffic 
congestion. 


Brooklyn’s recent order for 
150 cars and 620 Brill 77-E-1 
Low-level Trucks to be built 
in our Philadelphia Plant is 
representative of the mod- 
ern spirit. New equipment 
of the modern type go a long 
way toward success in mer- 
Se Cae transportation. 


(i AW THE J.G. BRILL COMPANY fill 
PHILADELPHIA, P. 
Car Ca —_ G.} Kuneman Car Co. a eee M see 
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Novel Electric Locomotives 
for the New Haven 


3 seven electric locomotives beimg built 
for the New York, New Haven & Hartford 
Railroad are unusual m thar they comstitute 

traveling substations. They will take alternating 
current from the 11,000-volz trolley and convert 
it, by meams of 2 motor-generafor set on the 
locomotive, to dmect amrent for the driving 
motors. Thus they will wke advanmee of the 
2s 2 Motive power. 


Hive of these locomotives will be freight units for 
(New York) amd New Heaven; the other two are 
for general yard switchine. When double heading 


a<. locomotives. 


AMERICAN LOCOMOTIVE COMPANY 


GENERAL ELECTRIC COMPANY 


